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Doc. Stechatraps BULLETIN 


Sponsored by ACME STEEL COMPANY 


General Offices: 2844 Archer Avenue, Chicago 
Branches and Sales Offices in Principal Cities 


“‘l’m old Doc. STEELSTRAP, the shipper’s friend, 
Who puts thousands of packages on the mend! 
Crates and boxes, bundles and such... 
All gain in strength from my talented touch.”’ 


My STEELSTRAPPER Hits New Popularity Peak! 


I meant to mention last month, that the Acme 
Steelstrapper, is going over with a bang. It is used 
for faster, easier application of Acme Steelstrap to 
wood or fibre shipping packages. It is the only tool 
with automatic seal feed—100 seals in a clip. It 
tensions the strap...appliesa 
seal...seals the joint... and 
cuts the strap from the coil. f 

All in the wink of an eye. f 

It’s a precision instrument, ff 
with a constitution to stand 

long, hard work. Hundreds 

of shippers are using the 

Steelstrapper to apply Steel- 

strap to more cases per day. 

Let me send you one on trial. we lien 


SAFER, LOWER COST, LIGHTER WITH STEELSTRAP 


Really, it’s astonishing how many different kinds of packages 
grow more “healthful” on an Acme Steelstrap diet. Here’s 
a package of loom reeds. High-costitis was the ailment I diag- 
nosed, and I prescribed the above crate. I showed a 12c cost 
saving, a 4144 pound weight saving. I provided greater safety. 
Let me put your packages through my clinic. I’ll not charge 
a cent. Write today. If you like, I’ll send you tools, Steel- 
strap and seals to try out. 


STEELSTRAP TO END | ACME UNIT-LOAD BUNDLES 
End-Handling Troubles | 20,000 Ib. Lifts of Sheet Steel 














Because, in shipping, they up-ended 255-lb. “‘packages”’ 
of preheater elements, the product got banged up and With Acme Unit-Load band, this shipper secures steel sheets 


mixed up. The edges were bent, the ends marred. The cure to skids, and makes handling easier, safer, faster. Unit-Load 
consisted of Acme Steelstrap reinforcing band, and a cor- protects against damage, because the units are tightly 
rectly designed crate which held the product immovably strapped, yet can shift to take up shocks. Hundreds of dif- 
in a grip of steel. We showed a saving, too. Maybe you ship ferent products, are safely and economically braced for ship- 
furniture, or paper, or what not —consider Steelstrap for ment with Acme Unit-Load band. Let me show how your 





better reinforcing of crates, bundles, etc. Send for booklet. product can be handled. Send for my Unit-Load booklet. 
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The Erie is one railroad 





that isn’t restricted torails. 






Wherever you are in Erie 






territory, the Erie will pick 





up your L.C.L. freight, rush 





it to fast Erie trains, speed 






it to any city on its lines, 







and then deliver it to your 






consignee’s door. 








Your customer gets 






quicker service, you deal 






with only one agency and 







the railroad assumes full 








responsibility. Erie’s col- 






lection-and-delivery service 







is the fastest, cheapest, 







safest way to handle most 
L.C.L. freight. Call your 
Erie representative for full 


details. 
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If you are Shipping 


in Every Direction 


Locate at PEORIA 


Railroad crossings, like all others, occur where routes happen 
to intersect. But, when fourteen of the principal trunk line 
railroads of the country meet at a certain point, as they do at 
Peoria, there's a reason. Taking into consideration the mar- 
kets, industrial centers and sources of supply of the country, 
the reason is apparent; the Gateway City is at the center of 
things. 


It is a real “cross roads” and a good place from which to 
ship. Besides its geographical advantages, it has the fourteen 
railroads—to every corner of the country, and plenty of 
industrial property served by the P. & P. U. Ry. which brings 
the fourteen trunk lines to your door. 





The latch sting is out if you want to come and look us over; 
if you can't come, at least drop us a letter so we can answer 
your questions. 


The yards shown in the photograph are the 
EAST PEORIA Yards of the P. & P. U. Ry. 
Switching Service Between: 

[. &..2. 

1. T. R. R. System 
Inland Waterways 
M. & St. L. R. R. 
N.Y. C. & St. LE RR. 
Pennsylvania R. R. 
Peoria Terminal R. R. 


~Ry. T.P.& W.R.R. 


se anes 


. e ) on 


ebenave 


a «ee «© 


Iveston 


PEORIA AND PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager, Union Station, Peoria, Ill. 
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Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
—_ the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





POSTAGE STAMP RAIL FARES 


F this were not such a crazy age with so many crack- 

pots at work attempting to deal with economic condi- 
tions through hair-brained schemes, we should have dif- 
ficulty in seeing any possibility that Coordinator East- 
man was seriously impressed by the Hastings plan for 
postage stamp railroad fares and was at all sympathetic 
with any suggestion that a study be made of it, whatever 
Senator Wheeler may think of it. As things are, how- 
ever, nothing surprises us much, when we know of other 
men, supposed to have good sense and whose conduct 
hitherto has supported that supposition, now advocat- 
ing the most fantastic schemes for dividing wealth, cur- 
ing the business depression, and taking care of the un- 
employed. Nothing seems too nonsensical to enlist sup- 
port and arouse cheers. Common sense and economic 
Soundness have become relics of the horse and buggy 
age. One who has any regard for the constitution or 
business methods is an old fuddy-duddy. Chaos reigns 
and the cap and bells are its insignia. 
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The so-called postage stamp scheme contemplates, 
in brief, that a railroad passenger may ride as far as he 
likes for a dollar—or three dollars, according to the 
class of service. The railroads would be compensated 
out of a subsidy fund of half a billion dollars provided 
by the government—which means the taxpayers. This 
would relieve the railroads of their passenger deficit and 
even enable them to make some money out of the service. 

If there is anything at all that is essentially true it 
is that the laborer is worthy of his hire and a commodity 
or a service is worth what it costs with a legitimate 
profit to him whg provides it. If there was ever anything 
idiotic it is the proposal that the public should pay for 
the transportation of passengers on railroad trains. Bet- 
ter far, if it is believed that the railroads need and 
should have a subsidy, that it be paid to them outright. 
We hope the railroads will not “fall” for the plan. It 
would involve them hopelessly and open the way for 
other foolish antics. Moreover, the plan would fail even 
of its immediate purpose for the reason that, if Tom, 
Dick, and Harry could travel from Maine to California 
for a dollar each, they would so travel and the railroads 
would either be swamped in taking care of them or would 
have to increase vastly their investment in equipment 
and their pay rolls in employing train crews. 

We understand the idea does not contemplate in- 
terfering with commutation fares but, under the flat 
dollar rate, what would become of the short lines or 
of any traffic where, under present rates, the fare is less 
than a dollar? There would be an economic change that 
would delight the most enthusiastic of new dealers if one 
could travel from New York to Seattle for a dollar, and 
did so, but refrained from going from Chicago to Aurora 
to see the folks because a dollar railroad fare represented 
too high a cost and too much of an increase. But what’s 
the use? 

Quite aside from the transportation phase of the 
matter, the effect would be economically sad. The plan 
would make of our citizens a floating population, indeed. 
Everybody would ride the trains. It would be almost as 
cheap as staying at home and there would be no re- 
straint on trying the pasture on the other side of the 
fence where the grass might look greener. A tramp who 
would like to winter in Florida or California could ride 
the train to his destination and start his season’s hobo- 
ing with fresh shoe leather. 
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Possibly some day we shall realize that the cure for 
the railroad situation—as for other situations—lies in 
common sense business methods and not in weird 
nostrums concocted by Indian medicine men out of herbs 
and dried snakes. 


RAILROAD SALESMANSHIP 


S it possible for the railroads to become sales-minded 
in the handling of their freight traffic? 

Recently came the announcement of the Association 
of American Railroads of the expanded activities of the 
Freight Container Bureau, which is to have full juris- 
diction in investigating, developing, prescribing, and pub- 
lishing container specifications and loading rules for 
perishable commodities. As a result, the announcement 
says, it is expected, from this coordinated action of all 
railroads, that there will be greater uniformity, effi- 
ciency, and economy in the shipment of perishable prod- 
ucts, as well as improvement in the type of containers 
used, and a further decline in loss and damage claims. 

There is no questian but that such results will accrue 
to the railroads, but we are wondering about the decline 
in railroad traffic when the rules of the bureau become 
fully effective. We are curious to know how much traf- 
fic and revenue the railroads will lose to the trucks as a 
result of the operations of this bureau. 

Also we wonder if the Association of American Rail- 
roads gave any consideration to the investigation con- 
ducted by the Federal Coordinator of Transportation and 
the results of that investigation as published in his mer- 
chandise traffic report and freight traffic report outlining 
the effects of railroad packing requirements as to traffic 
diverted to the trucks. 

His findings are summarized in this sentence from 
the merchandise traffic report: 

Rail L. C. L. packing requirements frequently are unduly 


burdensome and act to divert merchandise traffic from the rail 
carriers. 


In an explanatory statement he adds: 


Forty-four per cent of the respondents felt that cheaper 
packing was one of the principal reasons for the diversion of 
rail traffic to the highway. Forty-four per cent also felt that 
rail packing requirements are unnecessarily burdensome. 

In the returns of the shippers’ questionnaire, 7,521 shippers 
shipping an aggregate of 27 per cent of the total tonnage for 
the United States as a whole, assigned cheaper packing as one 
reason for their use of highway carriers. .In the New York and 
Chicago metropolitan areas, the percentage of the tonnage rep- 
resented by this class of shippers was, respectively, 38 and 47 
per cent. 


With respect to carload shipments, the Coordinator’s 
freight traffic reports stated that “about thirteen per 
cent of the total tonnage and twenty-eight per cent of 
the highway tonnage was reported by shippers who pat- 
ronized the highway in part because the equipment per- 
mits more economical packing and crating.” 

It is true that the majority of these shippers were 
not shippers of perishables, but anyone reading the com- 
ments of the individual shippers reproduced in these re- 
ports can hardly fail to be impressed with the great loss 
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of traffic suffered by the railroads as a result of stri¢ 
adherence to packing rules and the meticulous natuy 
of these rules. 

We wonder whether the Association of Americay 
Railroads considered the sales or traffic results of a fyp. 
ther complication of packing requirements before deci. 
ing to expand the activities of the Freight Containg 
Bureau. We doubt it. Its sole object seems to have bee; 
the prevention of loss and damage claims; while this js 
a commendable purpose, because such prevention means 
better and more efficient service, the effect of packing re. 
quirements on traffic volume should also have been kept 
in mind. 

Of course, if the prevention of loss and damage to 
freight shipments is of more importance to the railroads 
than the prevention of traffic diversion to competitors, 
our view is not correct. But we do not believe the rail- 
roads consider revenue lost because of claim payments 
in any way comparable with the revenue lost because of 
traffic diverted to competitors. 

It is true that the rules of the Freight Container 
Bureau take cognizance of the competition with which 
the railroads are confronted, but only to burden indi- 
vidual railroads and shippers with more red tape and 
delay. For instance, no railroad is permitted to make 
any changes in container specifications or loading rules 
to meet competition unless approved by an appropriate 
freight committee or association, advance notice being 
given to the Freight Container Bureau, the latter hav- 
ing the right to object to such modification and to ap- 
peal to the appeal committee of the railroads in the ter- 
ritory in which the changes are proposed. 

With this one exception, the wording, intent, and 
psychology of the policies of the container bureau seem 
based on the assumption that the railroads still enjoy 
a monopoly in the transportation business and that noth- 
ing it can do will affect railroad traffic and revenue in a 
merchandising sense. 

One thing the Association of American Railroads 
seems to need.is a committee to determine how the func- 
tions of its various sections affect the selling of railroad 
transportation. The heads of such sections or bureaus 
cannot be expected to take into consideration the sales 
factors. They are engineers, lawyers, accountants, or 
operating men and are concerned with their own work 
and the adoption of their own ideas. In most cases, be- 
cause of their training and experience, they are incapable 
of a sales viewpoint and do not comprehend that the busi- 
ness of a railroad under modern conditions is primarily 
to sell transportation and not merely to produce it. 
Surely they should not put into effect policies that will 
make the selling of it more difficult and divert more 
traffic to competitors. 


LOCOMOTIVE FUEL COST 
In May, 1935, the Class I steam railways, according to 4 
compilation made by the Commission’s Bureau of Statistics, 
spent $15,524,056 for locomotive fuel, in comparison with $14, 
960,969 in May, 1934. In the five months ended with May the 
expenditure was $82,463,592 as compared with $77,069,939 in the 
corresponding period of 1934. 
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Current Topics in 
Washington 





The right of petition, one phase of 


Right of Petition which is known as lobbying, irks public 


servants, especially legislative servants. 
Methods, Old They turn on their masters every now 
and New and then by investigating the lobbyists. 


Investigations are begun when the lobbyist 
is producing an effect. When the leaders find their supposed 
followers taking the advice of lobbyists instead of theirs they 
turn on the searchlight. 

Twenty-two years ago the leaders were having trouble with 
their program. Their followers were not following. So the 
Senate staged an investigation. Their largest catch was a man 
who had been a bridge tender in Cleveland. They found a lot 
of notes written by him to his employers about the thoughts or 
acts of this, that, or the other member of Congress. 

It was a good show. The folks back home took it all very 
seriously. Those who really knew about affairs in Washington 
just laughed. They laughed, not at the bridge tender, but at 
the gudgeon the bridge tender had caught by his pretense of 
being able to bring in information that was worth the money 
he was receiving; also at Congress. 

This latest investigation showing that public utility com- 
panies spent hundreds of thousands of dollars to defeat the 
holding company bill’s sentence of death is generally believed 
to have brought out facts more serious than that the opponents 
of the bill sowed their money recklessly. There was testimony 
about one member of Congress taking away with him from one 
meeting a box and of buying government bonds in amounts 
almost equal to his salary. 


An exceedingly thrifty congressman, willing to do so, could 
live frugally on his mileage and allowance for stationery and 
clerk hire. Therefore, bond purchases, it might be suggested, 
even if approximately as large as the salary, are not utterly 
inexplicable. 


When the world was younger, exercise of the right of peti- 
tion, so far as can be found in the ordinary books, did not result 
in scandals or in investigations to suggest scandals. Govern- 
ment was more concentrated. One man alone needed to be 
seen—the king or other ruler. 


In the Channel Islands a man raised a ha-ro by falling on 
his knees in front of his sovereign, the Duke of Normandy, 
demanding to be heard. The French-speaking subjects of King 
George V refer to the act as the raising of a clameur—i. e., 
clamor. As the successor of the old dukes, if he no longer 
calls himself Duke of Normandy, George V is bound to stop 
when a subject drops on his knees in the road in front of him 
crying for justice. In the time of William the Conqueror by 
raising a haro or clameur, the subject could ask either judicial 
or legislative relief, the duke having all power. Some folks 
even today speak of someone raising a “hurrah” when he makes 
a complaint. 

In the Polish diet, so late as the seventeeth century, the 
minority for the protection of which the right of petition exists, 
obtained an extraordinary remedy. One member of that body 
by yelling, “Nie pozwalam,” if Carlyle is a reliable historian, 
could prevent the passage of a bill. “I do not consent,” or, “I 
do not permit,” is all the aggrieved member had to yell in his 
native tongue. That stopped the machinery. 

But there was an answer to that veto by one man. Members 
who fervently wanted the bill passed gathered round him ex- 
postulating and making show of sword play, every gentleman 
in those days wearing that weapon, which has been discarded, 
largely, by army officers except on dress parade. And, accord- 
Ing to Carlyle, if the gentleman was obstinate, it was just too 
bad that, in the scrimmage of earnest argument with the “Nie 
Pozwalam” gentleman, his body should come out of it looking 
as if it had been used as a pin cushion. 

Ex In the ventilation of a row raised 

perts, Not . by managers on the part of the 
House of a conference between the 
two houses of Congress on the hold- 
ing company bill, Senator Wheeler, 
of Montana, was reported by Repre- 
one of the House managers, to have 


Congressmen, Seem to 
Be Writing the Statutes 


Sentative Cooper, of Ohio, 
Said: 


The Traffic World 





PAGE 177 





I doubt if I know enough about the bill to give it an intelli- 
gent discussion unless Mr. Cohen sits in here with me. 


The Ohioan said that another Senate member of the con- 
ference committee said practically the same thing. 

A majority of the House members of the conference was 
objecting to the presence, in the supposedly secret meetings of 
the managers on the part of the two houses, of Benjamin B. 
Cohen, described in the debate on the subject as an employe 
of one of the executive departments. Senator Wheeler threat- 
ened, said the objecting House members—Representatives Hud- 
dleston, of Alabama, and Cooper, of Ohio, being the vocal ones 
—that, if Mr. Cohen were not permitted to remain as his adviser, 
there would be no conference. The House conferees regarded 
Cohen as a representative of the administration, appointed to 
look over their shoulders while the managers of the two houses 
were undertaking to settle the differences between the two 
houses, chief of which was the House’s neutralization of the 
death sentence for holding companies. At earlier meetings of 
the conference committee, Dozier A. DeVane, solicitor for the 
Power Commission, was also present to help the Senate mem- 
bers, but, after the House members objected, he remained away. 


Senator Wheeler, it was brought out, did not ask for the 
services of the regularly employed legislative draftsmen, but 
brought in Cohen and DeVane as experts to help him because, 
as the Ohio member said, he doubted whether he knew enough 
about the bill to give an intelligent discussion unless Mr. Cohen 
sat with him. 

In the debate in the House in which the incident was ven- 
tilated, the Alabama member brought out the fact that he was 
the only member of the House committee of five who had sup- 
ported the death sentence section as the House had rewritten 
it. An unwritten law has been that a majority of the confer- 
ence committee shall have been supporters of the measure as 
written by the body the action of which brought about the cen- 
tral point of disagreement. But of the five men to speak for 
the House, on the committee appointed by Speaker Byrns, but 
one supporter of the House death sentence section was selected 
by the speaker, said Huddleston. 

In the days before the two parts of Congress became what 
some have called rubber stamps for the executive branch of the 
government, such a packing of the conference committee would 
have caused a parliamentary riot as soon as the appointments 
were made, 

A suggestion in connection with this dependence of con- 
gressmen on “experts” is that it is a waste of money for the 
country to pay the salaries of senators and representatives if 
they must hire experts to sit at their elbows to do the work for 
which they are paid. Another is that, in view of what has 
happened to recent legislation when it has reached the Supreme 
Court, the experts were not really experts who wrote the bills, 
but more accurately rated as dubs knowing practically no law; 
also that the members of Congress who hired them as “experts” 
knew less law than the ones they called experts. 





“Are not the shippers thus denied the 
benefits of economical transportation 
which should flow from the great public 
investment in our highways?” 

That is the question with which the 
National Highway Users’ Conference 
brings to an end an information service bulletin issued by it. 
The bulletin is written under the caption: “Regulation means 


Investments in 
Railroads, Seemingly, 
Do Not Count 


higher trucking rates, added costs to the shipper.” In part, the 
bulletin says: 

The effect of state regulation of trucking rates has invariably 
been at attempt to peg those rates up to or on a parity with rail- 


road rate levels. 

No attempt at fixing motor carrier rates on a basis of cost of 
service rendered has ever been successfully accomplished. Com- 
parison with rail levels has been the only definite formula adopted 
by the majority of state regulatory bodies. 


What the Kansas commission did in its docket No. 14484 
was the foundation on which the initial paragraph question was 
laid. In that case it prescribed rates for contract carriers at 
80 per cent of the rail rates. Therefore, it had fixed maximum 
and minimum rates for both rail and, highway common carriers. 

In Washington the most common comment with regard to 
that fixed relationship, contract rates 80 per cent of the rail 
rates, is that there is probably no firmer ground for it than 
the relationship between rail and barge rates, which, generally, 
is 80 per cent of the rail rates for the barge rates. And that 


relationship is not based on any real study as to the relation- 
ship of the cost of transportation by the barge lines—one that 
takes in all elements of cost, which, of course, would include 
the cost of the right of way furnished by the public for the 
free use by barges. 


Destruction of railroads by unregulated 
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carriers Will require some shippers who must use railroads to 
pay higher rates or do without service. 





While there seems little or no possi- 
Older Technical Men bility of Congress passing, at least at this 
— session, H. R. 5365, introduced by Chair- 
of the Commission man Rayburn, of the House committee on 
Somewhat Perturbed interstate and foreign commerce, but writ- 
ten by Coordinator Eastman, reorganizing 
the Commission, older members of the Commission’s staff who 
have reached positions of responsibility, are anxious about it. 
The bill would increase the membership of the Commission to 
sixteen under a President-appointed chairman, with nothing to 
do but take orders from a control board of five commissioners 
really dominated by the President-appointed chairman. 

All personnel matters not otherwise provided for by law, 
says the bill, or having to do with the staff of the Coordinator 
of Transportation, shall be subject to his, the chairman’s, direc- 
tion and control, “except that, in the appointment or removal 
of the secretary and all department and bureau heads, his action 
shall be subject to the approval of the Control Board.” 

The older men fear that that means political appointments 
in the jobs held by them. Except in 1914, the Commission, cre- 
ated by a statute signed by Grover Cleveland, a civil service 
reformer, has been free of politics. In 1914 the Commission 
was persuaded to appoint a number of highly paid men, chosen 
for political reasons, though that was not admitted, to be 
examiners. They were not great successes. Some were but 
mediocre. They may have been good country lawyers but as 
members of that Commission’s staff they merely added to the 
amount of amusement in the world. But that excursion into 
politics did not displace any of the qualified men. It merely 
made it more difficult for the qualified ones, for a few years, 
to get the recognition that otherwise would have been given 
them. 

The Eastman bill, however, some of the older men feel, if 
passed, would mean their being set aside for men who had 
political pull. The language put within quotation marks may 
not mean a political raid, but they fear it does.—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended July 27 totaled 
596,462 cars, an increase of 3,096 above the preceding week, but 
a reduction of 13,580 below the corresponding week. of 1934 and 
48,377 cars below the corresponding week in 1933. Miscellaneous 
loading totaled 226,906 cars; merchandise, less than carload, 
freight, 156,337; coal, 102,934; grain and products, 33,351; live 
stock, 9,672; forest products, 28,668; ore, 34,018; coke, 4,581. 

Revenue freight loading the week ended July 20 totaled 
593,366 cars, according to the Association of American Rail- 
roads (see Traffic World, July 27). 

All districts reported decreases, compared with the cor- 
responding week last year, in the number of cars loaded with 
revenue freight for the week of July 20. All districts also 
reported reductions compared with the corresponding week 
in 1933. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: 


1935 1934 1933 

© WOGES TR GOMUOET. 66.0 cccciccecceces 2,170,471 2,183,08 1,924,208 
& WOEGES if PODTUALY oo icccccccccsce 2,325,601 2,314,475 1,970,566 
5 weeks in March ............2-ee00¢ 3,014,609 3,067,612 2,354,521 
eo ee ea 2,303,103 2,340,460 2,025,564 
Pn EL TTT 2,327,120 2,446,365 2,143,194 
ID 5-55,4.0.00:0-6:410600-050600 3,035,153 3,084,630 2,926,247 
oO eer rere 472,421 520,741 543,510 
2 errr errr ree 566,488 604,192 653,661 
oe ES eee ree 593,366 616,040 656,380 

MOE, pn cinbedidccbaanedeanmesed 16,808,332 17,177,596 15,197,851 


Revenue freight loading by districts the week ended July 
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20 and for the corresponding period of 1934 was reported a 
follows: 


Eastern district: Grain and grain products, 5,702 and 8,723; liye 
stock, 994 and 1,604; coal, 20,410 and 22,347; coke, 1,061 and 1,170; fo. 
est products, 2,068 and 1,820; ore, 3,382 and 2,498; merchandise, L, ¢ 
L., 42,068 and 42,283; miscellaneous, 55,031 and 52,189; total, 1935 
130,716; 1934, 132,634; 1933, 148,228. : 

Allegheny district: Grain and grain products, 3,686 and 5,589; liye 
stock, 798 and 1,100; coal, 24,005 and 26,200; coke, 1,745 and 2,031; for. 
est products, 1,104 and 1,010; ore, 5,569 and 6,158; merchandise, L, ¢ 
L., 29,152 and 28,877; miscellaneous, 47,263 and 46,393; total, 1935 
113,322; 1934, 117,358; 1933, 134,791. : 

Pocahontas district: Grain and grain products, 349 and 609; live 
stock, 205 and 169; coal, 26,058 and 28,721; coke, 452 and 425; fores 
products, 555 and 543; ore, 90 and 51; merchandise, L. C. L., 5,069 
and 5,109; miscellaneous, 5,672 and 5,156; total, 1935, 38,443; 193) 
40,783; 1933, 47,673. 

Southern district: Grain and grain products, 2,367 and 3,962; live 
stock, 1,011 and 736; coal, 10,552 and 11,227; coke, 242 and 214; forest 
products, 8,120 and 6,360; ore, 471 and 427; merchandise, L. C, |, 
26,019 and 27,522; miscellaneous, 31,757 and 30,221; total, 1935, 80,539: 
1934, 80,669; 1933, 90,734. . 

Northwestern district: Grain and grain products, 5,694 and 10,21: 
live stock, 2,235 and 9,066; coal, 2,895 and 3,514; coke, 890 and 444: 
forest products, 6,937 and 5,445; ore, 21,997 and 21,088; merchandise 
L. C. L., 19,381 and 19,341; miscellaneous, 30,048 and 26,274; total, 
1935, 90,077; 1934, 95,453; 1933, 92,983. ‘ 

Central western district: Grain and grain products, 11,210 and 
13,291; live stock, 3,398 and 9,708; coal, 4,199 and 4,135; coke, 196 and 
132; forest products, 5,876 and 3,961; ore, 1,551 and 2,111; merchandise, 
L. C. L., 23,398 and 23,022; miscellaneous, 41,897 and 42,594; total, 1935, 
91,725; 1934, 98,954; 1933, 92,740. 

Southwestern district: Grain and grain products, 4,371 and 4,716: 
live stock, 1,524 and 3,831; coal, 1,623 and 1,569; coke, 140 and 8; 
forest products, 3,756 and 2,932; ore, 214 and 163; merchandise, L. (. 
L., 12,265 and 12,482; miscellaneous, 24,651 and 24,410; total, 193), 
48,544; 1934, 50,189; 1933, 49,231. 


PASSENGER SERVICE DEFICITS 


Continuance of the failure of the passenger service of the 
railroads of the country to pay its share of the expense of 
operating the railroads is shown in the compilation of the 
operating revenues and operating expenses by class of service, 
of Class I steam railways in the United States for the year 
ended December 31, 1934, made by the Commission’s Bureau 
of Statistics. This compilation is known as statement No. 
35150, eighth in the series. 

This compilation shows a division of expenses between 
freight service and passenger and allied services as reported 
by carriers under the rules prescribed by the Commission. In 
1934 the division in all districts was 64.91 for freight service and 
123.16 for passenger and allied services. In the eastern district 
the division was 66.03 for freight and 107.34 for passenger; in the 
southern district the division was 60.93 for freight and 139.74 
for passenger; and in the western the division was 65.71 for 
freight and 143.23 for passenger. 

In 1933 the division in all districts was 62.82 for freight and 
121.43 for passenger; in the eastern district the division was 
64.19 for freight and 103.99 for passenger; in the southern 
district the division was 58.43 for freight and 146.38 for pas- 
senger; and in the western district 63.61 for freight and 141.87 
for passenger. 

The grand total railway operating revenues assignable to 
freight in 1934 in all districts was $2,726,098,747 and assignable to 
passenger and allied services, $546,468,075. 

Grand total railway operating expense in 1934 in all dis- 
tricts assigned to freight service totaled $1,768,765,897 and 
$673,056,870 assigned to passenger and allied services. 


AUTOMOBILES VIA NEW ORLEANS 


The Commission, in I. and S. No. 4122, automobiles to south- 
ern ports for export, has suspended Jones’ tariffs proposing to 
increase rates on automobiles from Central Freight Association 
points to New Orleans when for export, dated to be effective 
August 1, for seven months from that date (see Traffic World, 
July 27, p. 142). 








Revenue Freight Car Loading—Week Ended Saturday, July 20 






Grain and Live 
grain prod. stock Coal 
1935 33,379 10,165 89,742 
vo eee 1934 47,171 26,214 97,713 
1933 49,184 15,663 118,250 
Preceding week July 13........... 1935 29,278 11,047 75,483 
Per cent increase over ........+. 1934 
Per cent decrease under ........ 1934 29.2 61.2 8.2 
Per cent increase over .......... 1933 
Per cent decrease under ......... 1933 $2.1 35.1 24.1 
1935 756,801 349,294 3,416,554 
Cumulative 29 weeks to July 204 1934 905,633 468,199 3,457,946 
1933 978,472 453,560 2,836,498 
Per cent increase over ........+:. 
Per cent decrease under 16.4 25.4 1.2 
Per cent increase over .... 20,4 
22.7 23.0 


Per cent decrease under 


Per cent to 15 year average 65.3 


Forest Mdse. 
Coke products Ore L. C. L. Miscellaneous Total 
4,726 28,416 33,274 157,345 236,319 593,366 
4,502 22,071 32,496 158,636 227,237 616,040 
6,514 29,206 28,007 172,019 237,537 656,380 
4,666 26,624 33,942 152,061 238,387 566,488 
5.0 28.7 2.4 4.0 
8 3.7 
18.8 
27.4 2.7 8.5 5 9.6 
189,398 711,450 435,970 4,484,432 6,464,433 16, 808,332 
213,769 661,749 415,172 4,638,282 6,416,846 17,177,596 
142,749 551,119 207,667 4,641,942 5,385,844 15,197,851 
7.5 5.0 a 
11.4 3.3 21 
32.7 29.1 109.9 20.0 
3.4 10.6 





origi 


Gibs 
the 

to t 
beer 
effec 


miss 
burs 
for 

min 


that 
be 
exte 
pou 


for 
at 
at 
Cit} 
rep 
fut 
rea 
sen 
ord 
wit 
it : 
rel: 
sid: 
ing 
dal 
unt 
rat 
the 


cal 
Be 
reé 
tin 
Scé 


sai 
Vis 


thi 
pr 
the 
or 
au 
joi 








No. § PAGE 179 





August 3, 1935 





The Traffic World 























ed as 

‘tf Decisi f I J * iSSi 

0: 

Se e€cisions O nterstate ommerce ommiission 

» 1935, 

9; live 

= 

tC (Sub-No. 8), Denver Live Stock Exchange et al. vs. Same; 

» 1985, LIME TO FLORIDA No. 25443, Armour & Co. et al. vs. Same; No. 25443 (Sub-No. 1), 

9; live N a report on further hearing, in No. 21323, Dann-Gerow Co., Duluth Chamber of Commerce et al. vs. Butte, Anaconda & 

— Inc., et al. vs. A. C. L. et al., and No. 26176, Dekle Lumber pacific et al.; No. 25957, Union Stock Yards Company of Omaha, 

"39, gg co. et al. vs. Atlanta & West Point et al. the Commission, in [dq et al. vs. A. T. & S. F.; No. 26082, Hansen Packing Co. 
the title case, has modified findings for the future made in the ys, Oregon Short Line et al.; No. 26083, Hansen Packing Co. 

2; live J original report, 172 I. C. C. 482, concerning rates on lime, com- ys. Chicago, Milwaukee, St. Paul & Pacific et al.; and No. 26221, 

cy @ mon, hydrated, quick, or slack, from Genoa, Woodville, and American Packing & Provision Co. et al. vs. A. T. & S. F. et al. 

80,539; J Gibsonburg, O., to Clearwater and St. Petersburg, Fila., as to In addition six complaints contained allegations of undue 

‘oom, fy tte issue under section 1, and affirmed the prior findings as preference and prejudice. In No. 23868, Sub-No. 8, called the 

“rs to the issues under sections 2 and 3. The original order has  penver complaint, No. 25957, the Omaha complaint, and No. 

ndise, been vacated in part and new rates prescribed for the future 96991 the Ogden complaint, the rates were alleged to be un- 

total, J effective not later than October 31. _ , duly prejudicial because not properly related to rates on cattle, 

» a As to the rates under assault in the title case the Com- hogs and sheep resulting in undue preference of slaughterers 

6 and mission found that those from Genoa, Woodville and Gibson- j;, the destination states. In Nos. 26082 and 26083, the Butte 

ndiee, burg to Clearwater and St. Petersburg would be unreasonable complaints, competing slaughterers in Utah and Colorado, and 

93, for the future to the extent they might exceed $7.50 a net ton, jn Utah, respectively, were alleged to be preferred. In No. 

4,716; J} minimum 30,000 pounds, and $6, minimum 60,000 pounds. 25443, it was alleged that undue prejudice to Duluth, Minn., 

: 86; As to the rates assailed in No. 26176, the Commission found and Grand Forks, N. D., and undue preference of competing 

ise that they os eg eg ne . the — bows that a ae slaughtering points would result if changes in rates on meats 
be unreasona Bing the or rom : A 10 pn 8, 30 000 from; competing points were not accompanied by corresponding 
ie — gens en - aa Sime = Pesce ie changes in rates Sam those points. In thirteen complaints 

’ , , ’ ’ e e Ww * 

A further finding was that the rates in No. 26176 were and : ee aioe of unreasonableness brought into question 
the for the future would be unduly prejudicial to the complainants he relationship that should exist between the rates on live 
= at a = _-, ea . a stock and the rates on meats. The Commission said there was 
vice + Bagg sel ocean oa “City pone gg tem —“ The rin ype ogg og < opinion among the complainants as 
year report said the rates herein prescribed as reasonable for the ro said oo an a ca a melee Gee A om 
- future to Jacksonville were lawfully related to the rates found rates on live stock and rates on fresh meats which were no 

* ff rcumable for the future to points set forth in the preceding qefnite percentage of those on packing house products, the 
cea [J orter aia not appear to be necessary to reauire compliance $2'the Aartt*formua’ Interior tone: reckons seule fen tke 
rte with its findings of undue preference and prejudice. owever, ae Sen 

In it added, if the respective rates were not brought into lawful eg pe png Rage Bagge Egg peeallngneler gg thine ag 
and relation within a reasonable time it would, on application, con- sought reparation on a basis not to poll 110 per ont pA 
rict sider the question of entering an order pursuant to those find- the rates prescribed for the future. Oscar Mayer & Co. with 
the ings. It further found that complainants in No. 26176 were not plants at shedinen Wis.. and Chica - Ill.. th y t id ” it 
).74 damaged and were not entitled to reparation by reason of the yates on packing beens uentiacte ee ad ‘aa te ce, ce 
for undue prejudice and preference found in that case. It said the rs hei 

sates proneribed tm beth cases for the fature G4 not tnctade rates 118 per cent thereof on fresh meats. Wichita interests 
- the emergency charge recently authorized it added, sought rates on packing house products the same as 
vas Commissioner Aitchison, dissenting, said the report dis- pod “aie te cae Gea eee oo bot —— hg 
rn carded the so-called southern lime scale, as approved in Lime htoinad K: Ci d * nits sm 
as- Between Southern Points, 129 I. C. C. 635, as a measure of ane 26 Cmeen, Sane ity un _ Wichita, east ound. The 
87 tin tebe am am Geom points in Ohio to Florida des- Omaha complainants, the report said, sought on packing house 
tinations, and use in lieu thereof rates made 90 per cent of the et ar dae fn live a and on fresh meats rates 110 per 
to scale of rates recently prescribed for application on lime from, The Commission in the main part of its report made the 
to to and between points in the southwest. From that action he 4.) 0:0. fndin = qaalientie menereth . on eaten 
said he dissented. The report, he said, invited an upward re- & gS app e generally, except as noted: 
is- Vision of the southern lime scale and questioned the propriety We find that the assailed rates, except those assailed in Nos. 
nd of the rates based on that scale prescribed or approvad by seeee ant ee ane except those - agg. Ha assailed = No. 
° . © a : FY “ » whic are ereinaiter separately a Ww 9 P t a 
ee in other decisions. He said a if a not unreasonable, and that those rates assailed es my viehetion ‘of one- 
= uced oe a _o . oc yprseeenr g > i arect og are _— unduly prejudicial or preferential. The complaints will 
report, then correction o is fault shou . e dismissed. . 
orderly procedure. Commissioner Aitchison said that he was P : 
h- authorized to say that Commissioners McManamy and Lee In Nos 26082 and 26083 the following findings were made: 
to joined in his dissent. Commissioner Mahaffie noted a dissent. We find that the rates assailed in No. 26082 are and for the future 
os Se will - unreasonable, be ._~ ——— pant | to _ yo they 
ve exceed or may ee ) res ats ¢ é ing- s ’ *ts, 
; WESTBOUND RATES ON MEATS on Rag” Pry Ry RS Pe ey 
The eixhteen complaints, called Westbound Rates on Meats, f/'crner te soe 2* cats to Caden and Salt Lake City, and $1.24 and 
: 2 © ’ _ cents to Boise anc ampa, 
— Pr agen of by the decision of the Commission made public We further, and that the rates assailed in No. 26083 have been 

, s 8 superseded, an at the present rates are not shown to be unrea- 

El pce or Ph sagen Pandy Me gp, Rapin sonable or otherwise unlawful. The complaint will be Gomimnet. a 

house products in straight and mixed carloads, to nine Pacific Findings were made in No. 26221 as follows: 
. — — intermountain states from packing plants extending ites dead teak: te 00 eee de — —_ 
fom Buffalo, N. Y., to Ogden, Utah, on the east and west ” ee See See ee ee ae ee See 
‘0 : 4 ’ ’ ’ " from Ogden to San Francisco and Los Angeles was not unreasonable 
30) line, and from Fort Worth, Tex., to St. Paul, Minn., and Butte, in the past; but that it is and for the future will be unreasonable fer 
8 Mont., on the north and south line. The complaints, joined Gateetnas to charge trom. Ogden to points in California any higher 

wi : : . rate on lard in tank-car ads than they concurrent maintain or 
1 ith the title proceeding, follow: the same commodity in packages, 9 ensieads. ilies ad 





__ No. 23735, John Morrell & Co. et al. vs. A. T. & S. F. et al.; 
No. 23735 (Sub-No. 1), Oscar Mayer & Co. vs. Same; No. 23868, 
— & Co. et al. vs. Same; Cudahy Packing Co. vs. Same; 
a 23868 (Sub-No. 2), Wilson & Co., Inc., et al. vs. Same; 
= 23868 (Sub-No. 3), Blaney-Murphy Co. et al. vs. Same; 
5.72868 (Sub-No, 4), Hygrade Food Products Corporation vs. 
ogee No. 23868 (Sub-No. 5), Armour & Co. et al. vs. Same; 
nl 3868 (Sub-No. 6), Western Meat Co. et al. vs. Same; No. 
8 (Sub-No. 7), Kohrs Packing Co. vs. Same; No. 23868 


New rates are to be made effective, in all instances, not later 
than September 15. 

Commissioner Lee, concurring in part, said that while he 
could not approve all that was said in the report, he concurred 
generally in the conclusions, except with respect to the rates 
from Butte, Mont. 

Commissioner Porter, 


dissenting, said this case afforded 


another illustration of the regularity with which, in these lat- 
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ter days, the Commission was ignoring precedents. That ig- 
noring, he said, compelled him to register a dissent. Hereto- 
fore, he said, the Commission had always recognized the com- 
petitive situation existing between live stock as a commodity, 
on the one hand, and the various products of live stock, on the 
other. 

He said the Commission should have established a just 
and reasonable relation in the rates here involved and in failing 
to do so the majority had erred. 


COMMISSION REPORTS 


Petroleum Products 


No. 26522, Champlin Refining Co. et al. vs. A. T. & S. F. 
et al. By division 3. Dismissed. Combination rate, refined 
petroleum products, in straight or mixed carloads, Enid, Okla., 
to Steamboat Springs, Colo., not shown to have been or to be 
unreasonable or unduly prejudicial. 


Bituminous Coal 


No. 26632, Quanah Cotton Oil Co. et al. vs. A. T. & S. F. 
et al. By division 2. Rates, bituminous coal, points in Okla- 
homa and Huntington, Ark., to destinations in Texas unreason- 
able to the extent they exceeded $3.55, $3, $3.90, $3.90, $2.45, 
$3.55, $3.70 and $3.85 from the McAlester group to Matador, 
Margaret, Ralls, Meadow, Cedar Hill, Aspermont, Jayton, and 
Spur, respectively; $3.40, $3.65, and $3.55 from the Tulsa group 
to Paducah, Matador, and Quitaque, respectively, and $3.60 from, 
the Greenwood group to Paducah. The shipments were made 
on December 17, 1931, and between August 14, 1932, and Novem- 
ber 16, 1938. Reparation awarded. 


Linseed Oil 


No. 26713, Archer-Daniels-Midland Co. vs. A. T. & S. F. et al. 
By division 2. Rates, linseed oil, carloads, Minneapolis, Minn., 
and Fredonia, Kan., to Denver, Colo., unreasonable to the extent 
they exceeded by more than 10 per cent rates upon the bases 
prescribed as a maximum for the future, to be determined in 
accordance with the formula set forth on page 409, of the orig- 
inal report, Armour & Co. vs. A. T. & S. F., 201 I. C. C. 398, 
minimum weight 30,000 pounds in box cars and 60,000 pounds 
in tank cars, except that 98 per cent of the shell capacity of 
the tank would govern as the minimum if less than 60,000 
pounds. Reparation awarded. Commissioner Aitchison noted 
a concurrence in the result. 


Transited Rough Rice 


No. 26610, Rickert Rice Mills, Inc., vs. C. B. & Q. et al. 
By division 3. Dismissed. As to shipments, rough rice, moving 
from points in Louisiana to New Orleans, La., there milled, and 
the product shipped to various destinations over interstate 
routes, the Commission has found: That the transit tariff per- 
mitting milling at New Orleans was not complied with; that the 
movements to New Orleans were intrastate; that, therefore, no 
issue as to reparation was presented; that the through rates that 
would have applied had the provisions of the transit tariff been 
complied with had not been shown to have been unreasonable 
or otherwise unlawful; and that the provisions of the transit 
tariff were not shown to have been unreasonable or otherwise 
unlawful. Shipments were made between September 30, 1932, 
and August 31, 1933, to New Orleans and forwarded between 
August 21 and October 6, 1933, to Cleveland, O., and other inter- 
state points. Complainants sought reparation to the basis of 
joint through rates. The transit was limited to rice moving 
out of the transit point via the Missouri Pacific, which had a 
switching haul. Outbound shipments were made via other car- 
riers after that switch movement. The Commission said the 
rates charged beyond New Orleans were applicable. Com- 
plainant contended that so long as the Missouri Pacific issued 
the bills of lading, which was done in this case, the joint rates 
were applicable. 

Egg Case Fillers, Etc. 


No. 22102, Cherry-Burrell Corporation et al. vs. A. T. & S. F. 
et al., a sub-number thereunder, Same vs. A. & S. et al.; No. 
21916, Sub Nos. 4, 5 and 6, Creamery Package Manufacturing 
Co. vs. A. T. & S. F. et al.; No. 21916, Sub. No. 7, Same vs. 
A. & S.; No. 21916, Sub. No. 8, Quincy North Star Co. vs. A. T. 
& S. F.; No. 21916, Sub. No. 9, Same vs. A. & S. et al. Sup- 
plemental report by the Commission. On further consideration 
findings in the original report herein, 174 I. C. C. 603, with re- 
spect to issues under section 3 modified and the section 3 part 
of the order therein entered vacated and set aside. A change in 
conditions resulting from the unification of some of the manu- 
facturers of the commodity involved, pulpboard, egg case fillers 
and flats, according to the report, resulted in the removal of the 
conflict of interests which had resulted, in the application of 
rates to undue preference caused the Commission to modify 
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the prior finding. After the decision four complainants, namely 
Quincy North Star Co., with a plant at Quincy, Ill., the Cherry. 
Burrell Corporation, with a plant at Tama, Ia., the Creamery 
Package Manufacturing Co., with a plant at Coffeyville, Kap, 


and the Hutchinson Egg Case Filler Co., with a plant at Hutchip.’ 


son, Kan., merged into the Central Fibre Products Co., th 
result being the removal of conflicting interests. The Centra) 
Fibre Products Co., the report said, asked for a modification 9p 
account of the change in conditions because the rates had bee) 
raiséd to remove undue preference. The carriers also askej 
for modification. That increase in rates, according to the Con. 
mission, resulted in a drop in rail tonnage from 86 per cent of 
the total to 20 per cent whereas motor truck tonnage had risen 
from 14 per cent of the total to 80 per cent. Commissioner 
Splawn noted a dissent. 


[Petroleum and Products 


No. 26628, Kansas City Fuel Oil Co. et al vs. A. T. & §.F 
et al. By division 3. Dismissed. Collection of emergency 
charge, petroleum oil and its products, Kansas, Oklahoma, 
Arkansas, Louisiana and Texas to Kansas City and St. Louis 
Mo., East St. Louis, Ill., and Kansas City, Kans., in 1932 and 1933, 
found not in violation of sections 6 and 15 of the interstate com. 
merce act. The complainants contended that the emergency 
charge was not lawfully established, their position, according 
to the report, being based on the contention that the rates on 
this traffic were approved by the Commission in No. 17000, part 
4A, Refined Petroleum Products in the Southwest, 171 I. C. ¢. 
881, 174 I. C. C. 745, 179 I. C. C. 35, and 203 I, C. C. 103. Com 
missioner Lee dissented and said the Commission should order 
repayment of the surcharge to the complainant. 


Livestock 

I. and S. No. 4062, routing of livestock in western territory. 
By division 2. Report by Commissioner Aitchison. Proposed 
routing provisions governing the application of joint rates, live. 
stock, points in Nevada and Utah to Colorado common points 
and destinations east thereof found not justified. Suspended 
schedules ordered canceled and proceeding discontinued. The 
suspended schedules, according to the report, were designed to 
obtain the long haul for the Union Pacific system, units of 
which, namely, the Los Angeles & Salt Lake, the Oregon Short 
Line, and the Union Pacific, from complete and direct routes 
from the origin territory to Denver, Colo., and Missouri River 
points. The proposal, the Commission said, in effect would 
cancel joint rates in connection with the Denver, Rio Grande 
Western on the traffic involved destined to points in western 
trunk line territory, leaving higher combinations to apply, but 
would not cancel any existing through routes. 


Grain and Products 


I. and S. No. 4088, grain routed to Texas ports via Texas 
Electric Railway. By division 3. Proposed elimination of the 
Texas Electric Railway and/or the Waco, Beaumont, Trinity & 
Sabine Railway from participation in joint rates on interstate, 
export, or coastwise grain and its products, from, to, or via 
points on the Fort Worth & Denver City Railway or the 
Wichita Valley Railway to, from, or via Texas Gulf ports found 
not justified. Suspended schedules ordered canceled and pro- 
ceeding discontinued. 

Potatoes 


No. 24846, Edgar E. West and Fred S. James, doing busi- 
ness as the Platte Valley Potato Growers’ Marketing Co., vs. 
Arkansas Railroad et al. By division 2. Dismissed. Rates, 
potatoes, other than sweet, points in eastern Wyoming and west- 
ern Nebraska to destinations in the south and southwest not 
shown to have been or to be unreasonable or otherwise unlawful. 

Paper to New Orleans 

Fourth section application No. 12278, paper and paper al- 
ticles to New Orleans and fourth section application No. 15370, 
napkin paper to New Orleans, La. By the Commission. On 
further hearing. In second supplemental fourth section order 
No. 8891, relating to the first mentioned application, carriers 
authorized to continue the present rates, newsprint paper from 
producing points in Wisconsin, Minnesota, Michigan, and Cat- 
ada described in Kipp’s I. C. C. No. A2131, to New Orleans, in 
disregard of the long-and-short-haul part of section 4, subject to 
the usual conditions and the additional condition that rates to 
Jackson, Mich., be excepted from this authority. Other relief 
was denied as of January 17, 1936. In fourth section order 
No. 11975, based on application No. 15370, parties to Boyd's 
I. C. C. No. A2131, denied authority to establish and maintain 
rates, napkin paper, points in Wisconsin, Minnesota, Michigan, 
and Canada, to New Orleans, La., and related points, without 
observing the long-and-short-haul part of section 4. 


Interlake Iron Switching 


Ex Parte No. 104, part 2, Interlake Iron Corporation, Duluth, 
Minn., terminal allowance. By division 6. Thirty-third supple 
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mental report. Service beyond the interchange tracks at Duluth 
found to be a plant and not a transportation service for which 
the Northern Pacific was compensated in its line-haul rates. Pay- 
ment of allowance found to be unlawful and ordered to be dis- 
continued not later than September 16. 


Crane Co. Allowances 


Ex Parte No. 104, part 2, Crane Company terminal services. 
py division 6. Thirty-fourth supplemental report. Belt Railway 
Co, of Chicago, A. T. & S. F., Indiana Harbor Belt, and the Chi- 
cago River & Indiana required to cease paying allowances to 
the Crane Co. not later than September 16, the Commission find- 
ing that performance by the respondents of spotting service 
beyond the present points of interchange without a reasonable 
charge therefor to be unlawful. 


Allowance at Leechburg, Pa. 


Ex Parte No. 104, part 2, West Leechburg Steel Co. terminal 
allowance. By division 6. Thirty-fifth supplemental report. 
Pennsylvania Railroad Co. required to quit paying allowance 
not later than September 16 to the West Leechburg Steel Co. The 
Commission found that the carrier’s compensation under its line 
haul rates did not include service for which the allowance was 
paid, and that the allowance was unlawful. 


PROPOSED REPORTS 


Hogs, Etc. 


No. 26742, Armour & Co. vs. C. C. C. & St, L, et al. By 
Examiner Herbert P. Haley. Rates, hogs and on hogs and 
calves, in double-deck carloads, Ade, Ind., Mazon, Seneca, Kan- 
kakee, and West Kankakee, IIll., to Jersey City, N. J., proposed 
to be found unreasonable to the extent they exceeded 57 cents 
from Ade and 61 cents from Mazon and Seneca. Applicable rates, 
Kankakee and West Kankakee, proposed to be found unreason- 
able to the extent they exceeded rates on a distance scale set 
forth in the report and used in the Eastern Livestock Cases of 
1926, 165 I. C. C. 277, for distances of 800 miles and in excess 
thereof. The scale begins with 50 cents for the block between 
800 and 830 miles, becomes 54 cents for the block between 920 
and 950 miles; 57 cents for the block between 1,010 and 1,040 
miles and ends with a rate of 61 cents for the block between 
1,130 and 1,160 miles. Reparation proposed. 


Potatoes 


No. 25837, Taylor Produce Co. et al. vs. A. C. L. et al. By 
Examiner John J. Crowley. On further hearing reparation pro- 
posed to complainant on shipments, Irish potatoes, points in 
Virginia and North Carolina to destinations in Michigan, which 
moved at rates found unreasonable in the prior report, 203 
I, C. C. 549, the amount of reparation proposed being $207.50. 


Tomatoes 


No, 23711, Dawson Produce Co. vs. F. E. C. et al. By Ex- 
aminer Harris Fleming. Rate, tomatoes, Homestead, Fla., to 
Tulsa, Okla., shipped March 11, 1930, proposed to be found un- 
reasonable to the extent it resulted in charges in excess of 
$397.60. Reparation of $41.39 proposed. Charges assessed were 
based on the Jacksonville, Fla., combination composed of a com- 
modity rate of 36 cents a package regardless of weight to that 
point, plus $1.03 a 100 pounds, beyond. The resulting charges 
were $226.80 to Jacksonville, plus $212.19, beyond, an aggregate 
of $438.99. The examiner said that using the same basis of 
charges beyond Jacksonville, and to that point the fourth class 
rate of 90 cents a hundred pounds, and an estimated weight of 
32.7 pounds a package, the aggregate charges would be $397.60, 
— of $41.39, the amount of reparation recommended by 


Interchange at Sheboygan 


No. 26730, City of Sheboygan, Wis., vs. C. & N. W. et al. 
By Examiner Charles W. Berry. Joint hearing with Public Serv- 
‘ce Commission of Wisconsin. Dismissal proposed. Rates as- 
sailed for interchange, interstate traffic between industries on 
the C. & N. W. and its interchange with the Wisconsin Power 
& Light Co., proposed to be found not unreasonable, unjustly 
discriminatory or unduly prejudicial. 


Cotton Piece Goods 
oe No. 26830, Union Underwear Co., Inc., vs. Frankfort & 
imcinnati et al. By Examiner William A. Maidens. Dismissal 
eed. Rates, cotton piece goods, less than carloads, Print 
orks, R. I., Rockaway, N. J., Norristown, Pa., and Southbridge, 


con to Frankfort, Ky., not unreasonable or otherwise un- 


Talc 


bu — 26835, Illinois Paint Works (subsidiary of Sears, Roe- 
ck & Co.) vs. N. ¥. C. By Examiner Harold M. Brown, Car- 
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load rate, talc, Hailesboro, N. Y., to Chicago, Ill., proposed to 
be found unreasonable to the extent it exceeded 22.5 per cent 
of first class rate, minimum 60,000 pounds, on shipments de- 
livered between May 3, 1932, and September 21, 1933. 


Milk 


No. 26837, Sheffield Condensed Milk Co., Inc., vs. Boston & 
Maine et al. By Examiner L. B. Dunn. Rates, evaporated 
milk and powdered skim milk, carloads, Walton and New Berlin, 
N. Y., to points in New England and eastern trunk line terri- 
tories proposed to be found unreasonable to the extent they 
exceeded those established September 8, 1932. Reparation pro- 


posed. 
Talc 


No. 26838, Chemical Paper Manufacturing Co. vs. B. & M. 
et al. By Examiner Harold M. Brown. Carload rate, tale, 
Hailesboro, N. Y., to Holyoke, Mass., proposed to be found un- 
reasonable to the extent it exceeded 22.5 per cent of the first 
class rate, minimum 60,000 pounds. Reparation proposed. 


Steel (Power Boilers 


No. 26887, Wickes Boiler Co. vs. Great Northern et al. By 
Examiner L. B. Dunn. Dismissal proposed. Rate, steel power 
boilers, carloads, Saginaw, Mich., to Tacoma, Wash., shipped 
January 19, 1934, proposed to be found not unreasonable. 


Scrap or Waste Paper 


No. 26894, Letellier-Phillips Paper Co., Inc., vs. Illinois Cen- 
tral et al. By Examiner L. B. Dunn. Dismissal proposed. Rate, 
scrap or waste paper, carloads, Memphis, Tenn., to Red Bank, 
O., proposed to be found not unreasonable. 

Empty Tin Cans 

No. 26923, Iowa Canning Co. vs. C. & N. W. et al. By Ex- 
aminer L. J. P. Fichthorn. Dismissal proposed. Rate, emtpy 
tin cans, Chicago, IIl., to Sac City, Ia., proposed to be found not 
unreasonable or otherwise unlawful on shipments made be- 
tween July 12 and 28, 1933. 


GOLD COAST CONSTRUCTION 


In a proposed report in Finance No. 10710, Gold Coast 
Railroad proposed construction, Examiner J. S. Prichard, has 
recommended denial of permission to the Gold Coast Railroad 
to build a line in Curry and Josephine Counties, Ore. Appli- 
cation was for authority to build a line from the dock at Port 
Orford to Leland approximately 90 miles. 

The total cost of construction was estimated at $4,150,000. 
Equipment, some of it second-hand, was estimated to cost 
$350,000. The examiner said that the applicant represented 
that the territory tributary to the proposed line was generally 
covered with a heavy growth of timber and that certain parts 
of the territory were underlaid with large deposits of bitu- 
minous coal, copper, limestone, iron, gold, and other minerals. 

Total gross revenues of the line in the first year were 
estimated at $883,750, running up to $1,955,000 for the fifth 
year. Thereafter, the applicant predicted that gross revenues 
would increase 10 per cent a year. The applicant estimated 
that the net revenues would be $353,500 the first year, gradually 
increasing to $782,000 in the fifth year, the assumption being 
that the operating ratio would be 60 per cent. 

The application was made by Gilbert E. Gable, acting for 
the railroad. The report on the project was made by the Ore- 
gon Engineering Corporation of which, the examiner said, Gable 
was president. The examiner said that there was no doubt 
that the proposed line would provide for an immediate outlet 
for large areas of timber, but that it was not shown how much 
lumber or other forest products the markets might be expected 
to absorb. He said it could not be said that public convenience 
required the construction of the railroad for the purpose of 
developing the actual resources of a territory unless there was 
sufficient demand for such resources, adding that the record 
offered no reliable assurances that such qa demand existed or 
was likely to exist in the near future. 


UNION PACIFIC UNIFICATION 


All controversies having been eliminated, the Commission, 
by division 4, in Finance No. 9422, Union Pacific Railroad Co. 
unification, has approved and authorized the acquisition, by 
lease, by the parent company, of the subsidiaries composing 
that system. They are the Oregon Short Line Railroad Co., 
Oregon-Washington Railroad & Navigation Co., Los Angeles & 
Salt Lake Railroad Co., and the St. Joseph & Grand Island 
Railway Co. 

This is a supplemental report, the previous one having been 
made in 189 I. C. C. 357. The Brotherhood of Railway and 
Steamship Clerks, Freight Handlers, Express and Station Em- 
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ployes intervened in this proceeding but at the hearing asked 
leave to withdraw. The commissions of Oregon, Utah, and the 
city of Portland, Ore., also intervened. The California com- 
mission advised the federal body that it did not object to the 
application but, if granted, it said that it would expect the 
applicant to file with that commission annual reports in form 
similar to “State Commission Form A-Steam.” 


When the unification proposal was first presented, in 1932, 
the Commission approved it subject to acceptance by the Union 
Pacific of a condition that it should agree and undertake to 
abide by such findings as the Commission might thereafter 
make in respect to the acquisition, at their commercial value, 
of the Laramie, North Park & Western and the Pacific & Idaho 
Northern, short lines, or their operation, or both, in an ancillary 
proceeding in which the question of public convenience and 
necessity also should have consideration. In the supplemental 
application the applicant agreed and undertook to abide by the 
findings. 

The Commission said that a further determination by it was 
necessary by reason of a change that meanwhile had been made 
in the law. The reasons urged in the original application, that 
of economies, the Commission said, continued to exist at the 
present time except that some of the economies expected to 
be effected through unified operation had been realized in other 
ways. 

As a result, the Commission said, the former estimate of 
total savings was now reduced from about $600,000 to approxi- 
mately $472,000 a year. That amount, the report said, included 
wages of $400,188, rents, $44,412, telephone charges, $700, sta- 
tionery and printing and other incidental office expenses, $27,000. 


This supplemental application was made after an agree- 
ment had been reached between the applicant and the affected 
employes. Apparently that agreement, the Commission said, had 
satisfied the objections of the employes as well as that of the 
city of Portland, which it said intervened primarily on their 
behalf. After the hearing counsel advised that the authorities 
of the various states would take no further part in the case. 

With respect to the short lines, the Commission said, the 
record indicated that those interests and the applicant had 
reached a mutually satisfactory agreement as to the prices for 
the properties, that the applicant was committed not to contest 
the question of public convenience and necessity, and _ that 
ancillary applications with respect to the properties would fol- 
low in due course, 


N. Y. C. UNIFICATION 


The Commission, in a supplemental report on rehearing in 
Finance No. 8672, application of the New York Central Rail- 
road Co. for a certificate to acquire and operate the lines of 
the Chicago, Attica & Southern Railroad Co., has modified its 
previous conclusions as to the acquisition of the C. A. & S. by 
the New York Central. It has extended, conditionally, the 
effective date of the previous orders in cases joined with the 
title proceeding requiring the acquisition, prescribed alterna- 
tive conditions, and dismissed, conditionally, the pro forma ap- 
plication. The cases joined with this one are finance Nos. 5688 
and 5690, New York Central Unification, 150 I. C. C. 278, and 
154 I. C. C. 489. 

This proceeding grew out of the Commission’s decision 
in the New York Central unification proceeding before men- 
tioned in which the Commission permitted the unification of 
parts of the New York Central system on condition that that 
carrier acquire and operate the Chicago, Attica & Southern and 
other short lines. 

Arbitrators reported that the commercial value of the 
Attica road was $362,000 and the New York Central filed a pro 
forma application for its acquisition. The Commission approved 
the acquisition, but found the commercial value of the Attica 
was but $165,000 as of October 11, 1932. 

The primary question to be decided in this proceeding, the 
Commission said, was as to whether the local need for con- 
tinued and improved service of the Attica was sufficient to 
justify the heavy expenditures required to rehabilitate it to 
New York Central standards. It added that the question was 
also as to whether relief, complete or partial, should be granted 
the New York Central in the matter and as to what was the com- 
mercial value of the Attica. Its conclusion was that the ef- 
fective date of its previous orders should be extended on these 
alternative conditions: 

That in lieu of conditions previously prescribed the New 
York Central will offer to acquire the Attica at a price of 
$110,000, adjusted for any change in the Chicago price of 
heavy steel melting scrap from June 30, 1933, to the time of 
acquisition, the scrap steel basis being used in calculating the 
value of the Attica, at a future date not later than its next 
declaration of dividends; and, that in the event of the aban- 
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donment of the Attica before that time, the New York Centry 
will undertake to reduce its local rates to Chicago on graiy 
from Swanington and Veedersburg, Ind., to 12.5 cents and 14; 
cents, respectively, and to publish from those points the pre. 
ent grain rates effective over the Attica via Chicago and Ney 
York Central lines together with their connections to the easy 
accepting the same proportions up to Chicago as are now x. 
cepted by the Attica. It said that upon the same conditions 
and the Central’s acceptance thereof, the pending application 
should be dismissed. 

Dissenting, Commissioner Lee said the New York Centra) 
should be released from the requirement that it acquire an 
operate the Attica and that the pending application should \ 
denied. Commissioners Aitchison and Porter noted a dissent, 


FT. WORTH AND D. C, LOAN 


Chairman Jones, of the RFC, in his press conference Augus 
1, announced that the corporation had agreed, with the approval 
of tlre Commission, to lend $8,163,000 to the Forth Worth anj 
Denver City to refinance a loan bearing 5.5 per cent interes, 
due in 1961, with one bearing interest at 4.5 per cent. 


M. P. REORGANIZATION PLAN 


The Missouri Pacific Railroad Co. has filed with the Con. 
mission a summary of a plan for the reorganization of its affairs 
and the simplification of its financial and corporate structure. 
It was presented to the Commission, on behalf of the board of 
directors of the corporation, by O. P. Van Sweringen, the chair. 
man, A request for a hearing on the plan was presented, 

The plan proposes consolidation of Missouri Pacific and thirty 
subsidiaries into new company with only three classes of indebt- 
edness and two classes of stock as compared with eighty-three 
issued of indebtedness and thirty-three kinds of stock now ott. 
standing. 

Initially new company would issue 1,053,554 shares common 
stock no par value; 620,630 shares first preferred stock no par 
value, convertible into common and entitled to non-cumulative 
dividends of $5.50 a share and to $100 a share in liquidation. 
Common would have $40 per share value behind it, based on 
I. C. C. valuations, and book value of about $150 a share. 

New capitalization would be less than original cost of prop- 
erties and below valuation fixed for fair return. 

One single comprehensive mortgage of 4 per cent fixed in- 
terest obligation would be substituted for the present diversity 
of mortgages, with convertible income general mortgage 5 per 
cent bonds and convertible income 4 per cent notes on which 
interest charges would be contingent on earnings, All equipment 
trust certificates remain undisturbed. 

Various other securities to be exchanged (as described in 
the accompanying schedules) so as to reduce the annual fixed 
charges from present $24,878,524 to $7,503,330. On such a setup 
the new company, during the years 1932, 1933 and 1934, would 
have earned its fixed charges about 1.43 times on the average. 
A return to 1929 earning capacity would earn the fixed charges 
4.60 times and leave about $27,000,000 per year for income obliga- 
tions and other corporate needs. 

Retirement of debt is provided in a manner so that if earn- 
ings fail to support proposed income obligations, reductions of 
— ultimately will reach a level where earnings will sustain 
them, 

Alleghany Corporation (Van Sweringen interest) would re 
ceive in exchange for its present $11,152,000 in bonds, ten shares 
of the new first preferred stock for each $1,000 bonds. For its 
present holding of 190,000 shares of preferred stock Alleghany 
Corporation would receive 190,000 shares of the new common 
stock. For its present holding of 570,000 shares of common stock, 
Alleghany would receive 40 per cent in the new common stock. 

Mathematically, this would reduce Alleghany stock holdings 
from approximately 49 per cent to approximately 36 per cent, but 
the importance of stock holdings in control of the company is 
minimized by the provisions for constituting the new board of 
directors. Under the plan, the board would consist of fifteen 
members, of which the Reconstruction Finance Corporation would 
have the right to approve the selection of two; the holders of 
general mortgage bonds three; holders of convertible notes two; 
preferred stock voting as a class three; common stock five. 

The application for hearing describes the plan as “an earnest 
effort to respect the rights and preferences of every interest, 
and at the same time erect upon an enduring foundation a final- 
cial structure adapted to the needs of the company and its obliga 
tions to the public which its serves.” 

Chairman Jones, of the RFC, said he had no opinion to ex- 
press now on the plan because he expected a number of other 
plans to be submitted. He said he did not see why the Wheeler 
investigation of railroads should interfere with the making of 
reorganization plans, his idea being that investigation and plat 
making could go on concurrently. 
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W. & L. E. TRUSTEED STOCK 


As the holder of all the certificates of deposit of the trus- 
teed stock of the Wheeling and Lake Erie stock standing in 
the name of the New York, Chicago and St. Louis Railroad Co., 
the Reconstruction Finance Corporation has obtained a greater 
degree of control over the trustee of that stock than heretofore, 
even to the extent of his removal on its initiation, if the Com- 
mission approves the removal. At present J. Crawford Biggs, 
with the approval of the Commission, is the successor trustee, 
having been appointed to fill the vacancy caused by the death 
of E. R. Fancher, the original trustee. 

The stock is that which the Commission in No. 
91012, Interstate Commerce Commission vs. Baltimore & 
Qhio and two sub-numbers thereunder, Same vs. New York 
Central, and Same vs. New York, Chicago & St. Louis, Clay- 
ton anti-trust law proceedings, said the stock of the Wheeling 
& Lake Erie should be placed in the hands of a trustee, pend- 
ing other disposition. A deposit and trust agreement with re- 
spect of that stock was made July 30, 1929. In the loan trans- 
actions between the Nickel Plate and the RFC the interest 
of the former in the stock deposit certificates passed into the 
hands of the RFC, as pledgee. 

On the initiation of the Nickel Plate and on the desire 
of the RFC, the Commission has approved an amendment of the 
trust and deposit agreement, the change being made on au- 
thority of Article II of the agreement wherein provision is 
made for amending it. Application for the change in the agree- 
ment was made by the president of the Nickel Plate, the latter 
representing, as the Commission’s recital said, a majority of 
the shares now on deposit. The change is in the form of an 
added subparagraph to Article 8, as follows: 


(g) The trustee may be removed at any time or from time to 
time upon delivery to the Interstate Commerce Commission of a 
written instrument signed by the holders of record of certificates of 
deposit representing a majority of the total number of shares then 
deposited and trusteed hereunder and the appointment by such 
holders of a successor trustee in the manner provided in paragraph 
(f) of this article 8, such removal to take effect upon the approval by 
the Interstate Commerce Commission of such removal and of the ap- 
pointment of the successor trustee, and the acceptance by the suc- 
cessor trustee of such appointment, all as provided in said paragraph 
(f) of this Article 8. 


C. AND N. W. REORGANIZATION 


Declaring that it was one of his “fixed ideas” that no bank- 
ruptcy action should be delayed, Federal Judge John B. Barnes, 
at Chicago, July 27, ordered that the proposed reorganization 
of the Chicago and North Western under section 77, of the 
bankrutcy law, be completed by April 1, 1936. The order, which 
was formally signed and handed down July 29, was issued with- 
out a request either from representatives of the railroad or 
from large creditors. The former protested that, however, they 
themselves might bend their efforts to comply with it, such 
things as hearings before and findings by the Commission were 
wholly out of their control. 

No plan for reorganization was submitted at the hearing 
in federal court. S. H. Cady, vice-president and general coun- 
sel of the railroad, said an attempt was being made to get 
the large creditors to agree on a moratorium. If that attempt 
succeeded, he said, it might be possible to withdraw the sec- 
tion 77 application entirely, but in any case the arrangement of 
a moratorium would so simplify matters as to make compliance 
with the judge’s order possible. Should the moratorium plan 
fail, he added, the ramifications of reorganizing financially a 
$722,000,000 property covered by no less than ten first mort- 
gages were such that completion of the job by April 1 of next 
year looked almost impossible. However, he said, work would 
begin immediately and the railroad would do everything hu- 
manly possible to comply with the order. 


— 


REORGANIZATION OF RAILROADS 


The Commission, by division 4, in Finance No. 10131, Spo- 
kane International Railway Co. reorganization, has recom- 
mended to the federal court for the eastern district of Wash- 
ington, northern division, that six months from and after 
August 9 be allowed as a reasonable time within which a plan 
of reorganization for the debtor may be proposed. 


Cc. M. ST. P. & P. INTEREST PAYMENTS 


A request to be permitted to make certain interest pay- 
ments will shortly be filed in federal court by the C. M. St. P. 
& P., according to an announcement made in New York, July 30, 
and confirmed at Chicago by W. W. K. Sparrow, vicé-president 
of the railroad. The issues on which the railroad wants per- 
mission to pay interest are Bedford Belt Railway first mortgage 
5 Per cent bonds, series E, F, G and H, due July 1, and Southern 
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Indiana Railway first mortgage 4 per cent bonds, series A and D 
certificates, due July 31. Coupons on the A certificates, according 
to the statement, will be accepted by the Manufacturers’ Trust 
Company, New York, paying agents for the railroad, to be held 
for the account of the owners pending the court’s decision, while 
coupons on the other issues should be held until notification that 
funds for their payment are available. 


NICKEL PLATE VICE-PRESIDENCY 


Herbert Fitzpatrick, at present vice-president and general 
counsel of the Chesapeake & Ohio, in Finance No. 3311, Sub. No. 
11, has asked the Commission to authorize him to hold the posi- 
tion of Vice-President—Law, of the New York, Chicago & St. 
Louis, and generally, a directorship or any office or offices with 
that carrier, the Nickel Plate. Mr. Fitzpatrick is also a vice- 
president and director of the Pere Marquette. 


PERE MARQUETTE PRESIDENCY 


In Finance No. 2850, Sub. No. 7, W. J. Harahan, president of 
the Chesapeake & Ohio in succession to the late J. J. Bernet, has 
applied to the Commission for authority to hold the presidency 
of the Pere Marquette, to which he has also been elected, in 
addition to the presidency of the Chesapeake & Ohio, director- 
ships and/or offices in the subsidiaries. Mr. Harahan said that 
he had been elected president subject to the Commission’s ap- 
proval but had not assumed the duties of the office. His applica- 
tion is also for permission to hold a directorship in the New 
York, Chicago & St. Louis (Nickel Plate) as well as the Pere 
Marquette positions. 

The application recites that the Chesapeake & Ohio owns, 
directly or indirectly, 48.82 per cent of the Pere Marquette stock, 
that the Pere Marquette owns the capital stock of its subsidiaries 
and that the Chesapeake & Ohio owns, through a wholly owned 
subsidiary, common stock and gold notes of the Nickel Plate, as 
shown in its annual report for the year ended December 31, 
1934. It also points out that the companies in which Mr. Hara- 
han desires to hold offices have been assigned by the Commission 
to system No. 6, Chesapeake & Ohio-Nickel Plate, for consolida- 
tion under its plan for the consolidation of railroads. 


LOANS TO RAILROADS 


In Finance No. 9333, Alton Railroad Co. reconstruction 
loan, in a second supplemental report, the Commission, divi- 
sion 4, has approved extension, by the RFC, of the time for 
the payment of a loan of $1,894,632.87 by the Alton Railroad. 
The loan matured July 28. The Commission authorized exten- 
sion for three years through renewal, substitution of new ob- 
ligations, or otherwise, and found that the collateral pledge for 
the loan constituted full and adequate security. 

The Commission, by division 4, in Finance No. 10282, Pio- 
neer & Fayette Railroad Co. reconstruction loan, has approved 
a six months’ extension, by the RFC, in which the carrier may 
pay $2,000 of a $3,000 loan maturing July 31. Previous report, 
199 I. C. C. 127. This is a supplemental report. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No, 10768, permitting the Tionesta 
Valley Ry. Co. to abandon part of its line of railroad in Forest and 
Elk counties, Pa., approved. 

Supplemental report in F. D. 4972, lease of line by Los Angeles 
Junction Railway Co., conditionally finding that the lease by the 
Los Angeles Junction: Railway Co. of the Central Manufacturing 
District, Inc., is in harmony with and in furtherance of the Com- 
mission’s plan for the consolidation of railway properties and to pro- 
mote the public interest, and deferring order, approved. 

Report and order in F. D. No. 10874, Kansas City Southern Rail- 
way Company Acquisition, authorizing acquisition by the Kansas 
City Southern Railway Company of the properties of the Kansas City, 
Shreveport & Gulf Railway Company, approved. 


FINANCE APPLICATIONS 


Finance No. 10902, Atlantic Coast Line Railroad Co. asks for 
authority for the certification and delivery to it by the corporate 
trustee under its general unified mortgage of $4,000,000 of par value 
of its series A 4% per cent general unified mortgage bonds to re- 
imburse its treasury for expenditures in paying Wilmington & Weldon 
Railroad Co bonds, maturing July 1, 1935. 

Finance No. 10903, Great Northern Railway Co. asks for per- 
mission to abandon 3.55 miles of its line extending from a point in 
Rolette County, N. D., to the international boundary line. The seg- 
ment marked for abandonment is part of a branch of the applicant 
69.5 miles long extending into Canada. The Canadian segment is 
owned and operated by the Brandon, Saskatchewan & Hudson’s Bay 
Railway Co., the stock of which is owned by the applicant. Both seg- 
ments, the application says, have been operated at a loss and con- 
stitute a burden on the Great Northern. 

Finance No. 10904, Great Northern Railway Co. asks for authority 
to abandon a part of the line, a little more than 5 miles long, ex- 
tending from Tipperary, N. D., to the international boundary where 
it connects with a segment of a branch line owned and operated by 
the Brandon, Saskatchewan & Hudson’s Bay Railway Co., a sub- 


sidiary of the applicant. 
Finance No. 10866, amended application. The New Jersey & New 
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York Railroad of the New Jersey & New York Extension Railroad Co. 
have filed an amendment to their application of June 5 in which they 
ask for authority to merge the two corporations into one in accord- 
ance with section 5 (4) of the interstate commerce act. " 

Finance No. 10906, New York, Chicago & St. Louis Railway Co. 
asks for authority to issue new or extended notes for an amount not 
exceeding $15,000,000, the notes to be delivered in payment of and 
in exchange for a like amount of 6 per cent gold notes maturing 
October 1, the extension being for three years. 


COMMISSION ORDERS 


Ex. Parte No. 104, part 2, Inland Steel Co. terminal allowance. Mo- 
tion filed by the Inland Steel Co. for vacation of order attached to 
the nineteenth supplemental report entered July 11, or for extension of 
the effective date, overruled. 

Ex Parte No. 104, part 2, Allegheny Steel Co. terminal allowance. 
Petition of the Allegheny Steel Co. for vacation of order attached to 
the eleventh supplemental report entered June 7, or for the postpone- 
ment of the effective date, denied. 

Ex Parte No. 104, part 2, Mexican Petroleum Corporation of La., 
Inc., terminal allowance. Motion of the Pan American Petroleum 
Corporation filed on behalf of the Mexican Petroleum Corporation of 
La., Inc., for vacation of the sixteenth supplemental order entered 
June 25, or for extension of the effective date, overruled. 

No. 26958, Otis Gin & Warehouse Co. et al. vs. A. T. & S. F. et 
al. Complaint in this proceeding amended in accordance with docu- 
ment marked ‘‘amended complaint.’ 

Finance 'No. 10664, Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. et al. abandonment and construction. Time extended from 
July 1 to October 1. 

No. 25815, Consolidated Wagon & Machine Co. et al. vs. B. & O. 
et al. Order of April 27, effective on or before August 8, modified 
to become effective, November 8, on not less than 30 days’ notice. 

Fourth section application No. 14934, iron and steel articles in 
Illinois territory. On consideration of petition of July 2, filed by 
R. A. Sperry, agent, proceeding reopened and assigned for further 
po rm at a time and place hereafter to be designated by the Com- 
mission. 

No. 26970, Swift & Co. et al. vs. N. Y. C. et al. Duluth Chamber 
of Commerce and Elliott & Co. permitted to intervene. 

No. 26542, International Paper Sales Co., Inc., vs. Georgia Rail 
Road & Banking Co. et al. Order of May 16, effective August 28, 
modified to become effective October 28, on not less than 30 days’ 
notice. 

No. 26498, Chicago Pottery Co. vs. C. C. & O. Order of May 22, 
effective on or before August 29, modified to become effective Sep- 
tember 28 on not less than 30 days’ notice. 

Il. and S. No. 4058, cotton waste between Carolina territory points. 
Carriers having canceled suspended schedules and established amend- 
ed provisions in lieu thereof, proceeding ordered discontinued. 

No. 26974, Diamond Crystal Salt Co. vs. A. & W. et al., No. 
26975, Colonial Salt Co. vs. A. & W. et al., and No. 26976, Union Salt 
Co. vs. A. & W. et al. New England Paper & Pulp Traffic Associa- 
tion permitted to intervene. 

No. 26763, Morton Salt Co. vs. A. & R. et al., and No. 26796, 
American Salt Corporation et al. vs. A. & W. et al. New England 
Paper and Pulp Traffic Association permitted to intervene. 

No. 23818, State Corporation Commission of Virginia vs. Penn- 
sylvania et al. Order of March 26, as since amended, effected Sep- 
— 3, further amended so that it shall become effective on Octo- 
er 3. 

Finance No. 10521, Mississippi Central Railroad Co. notes. Re- 
port and order of January 7, 1935, 202 I. C. C. 665, modified so as to 
State the date of the proposed deed of trust to be made by the Mis- 
sissippi Central Railroad Co. for the benefit of the United States 
Lumber Co., as December 26, 1934, instead of June 26, 1934. 

Ex Parte No. 104, part 2, Weirton Steel Co. terminal allowance. 
Petition of the Weirton Steel Co. for vacation of order entered June 
24 in connection with the fifteenth supplemental report, or for post- 
ponement of the effective date of that order, denied. 


Ex Parte No. 104, part 2, Pittsburgh Plate Glass Co. terminal 
allowance. Petition of the Pittsburgh Plate Glass Co. for vacation of 
the order entered June 25 in connection with the seventeenth supple- 
mental report, or for postponement of the effective date, denied. 


Ex Parte No. 104, part 2, Timken Roller Bearing Co. terminal 
allowance. Petition of the Timken Roller Bearing Co. for vacation 
of order entered June 24 in connection with the fourteenth supple- 
mental report, or for postponement of the effective date, denied. 

Ex Parte No. 104, part 2, Humble Oil & Refining Co. terminal 
allowance. Motion of the Humble Oil & Refining Co. to extend the 
effective date of order entered July 8 in connection with the thir- 
teenth supplemental report, overruled. 

No. 16250, Indiana State Chamber of Commerce vs. B. & O. et al. 
At the request of complainant proceeding has been reopened for 
reconsideration solely with respect to 14 shipments prior to August 
30, 1929, and the 153 shipments thereafter, received by complainant’s 
member, the Hart Glass Manufacturing Co. at Dunkirk, Ind., which 
were eliminated from the findings in this case. 

No, 24482, Danville Chamber of Commerce et al. vs. C. & O. et 
al.; No. 24240, Fieldale Mills et al. vs. Virginian Railway et al.; 
No. 23338, Fieldale Mills et al. vs. N. & W.; No. 25947, Danville Cham- 
ber of Commerce et al. vs. C. & O. et al., a sub-number thereunder, 
Same vs. Same.; No. 25035, John H. Heald Co. vs. N. & W., a sub- 
number thereunder, Lynchburg Foundry Co. vs. N. & W., and No. 
26001, General Chemical Co. vs. N. & W. Defendants’ petition for 
rehearing, reargument and/or reconsideration and for postponement of 
effective date of order denied. 

Finance No. 10601, Morehead & North Fork Railway Co. stock. 
Morehead & North Fork Railway Co. not availing itself of the au- 
thority granted in order of February 4, 1935, 202 I. C. C. 748, to issue 
$100,000 of capital stock to be applied in payment of purchase price 
of railroad in Rowan County, Ky., and other property, order vacated 
and set aside. 

Finance No. 10600, Morehead & North Fork Railway Co. acqui- 
sition. Applicant having requested cancellation of certificate author- 
izing acquisition and operation of 4 miles of railroad in Rowan County, 
Ky., formerly owned and operated by the Morehead & North Fork 
Railroad Co., certificate canceled. 

Fourth Section Application Nos. 623 et al., Lumber from the South 
and Southwest, 198 I. C. C. 753. Petition dated June 21 filed by W. 


S. Curlett, agent, for modification of paragraph 8 of fourth section 
order No. 11425, denied. 

No. 26542, International Paper Sales Co., Inc., vs. Georgia Rail 
Road & Banking Co. et al. 


At the request of defendants the Commis- 
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sion has ordered that the first and second ordering paragraphs of th, 
order entered May 16, 1935, be modified, so as to become effective 9, 
October 28, 1935, on not less than 30 days’ notice instead of Auguy 
28, 1935. Also that the third ordering paragraph of the order of Ma; 
16, 1935, be modified to become effective October 1, 1935, instead ¢; 
August 1, 1935. 

Finance, No. 9322, Wisconsin & Michigan Railroad Co. reconstry. 
tion loan. Application for approval of a loan of $175,530 on whic, 
a loan of $98,530 was approved, dismissed, the applicant having give, 
notice of withdrawal of its application. 

No. 26970, Swift & Co. et al. vs. N. Y. C. et al. 
fic Bureau permitted to intervene. 

No. 26235, cotton from and to points in the southwest and Men. 
phis, Tenn.; No. 25800, Houston Cotton Exchange & Board of Tra 
et al. vs. A. & S. et al., and three sub-numbers thereunder, Noy 
Orleans Joint Traffic Bureau vs. A. & L. M. et al., Houston Cotto, 
Exchange & Board of Trade et al. vs. A. & S. et al., Board of Com. 
missioners Lake Charles Harbor & Terminal District vs. Same et qj, 
Order of May 8, as since modified, which was to have become effe. 
tive August 10 on not less than 15 days’ notice has been further mo@j. 
fied so as to become effective on September 1 on not less than }; 
days’ notice. In all other respects order of May 8 shall remain jp 


full force and effect. or 


PETITIONS FOR REHEARING, ETC. 


No. 11703, in the matter of intrastate rates within the state of 
Illinois, Mobile & Ohio Railroad (C. E, Ervin and T. M. Stevens, 
receivers) asks for modification of the Commission’s order so as to 
authorize and permit the suspension of surcharges for the transporta- 
tion of passengers in sleeping cars and parlor cars on the line of the 
M. & O. in Illinois and the substitution of fares in lieu of fares jy 
effect by reason of the order dated November 13, 1920, for the trans. 
portation of passengers on the line of said carrier in Illinois. 

Ex Parte No. 104, part 2, Weirton Steel Co. terminal allowance, 
Weirton Steel asks for vacation of the order entered June 24 jn 
connection with the fifteenth supplemental report, or for the post- 
ponement of the effective date of said order. 

Ex Parte No. 104, part 2, Pittsburgh Plate Glass Co. terminal 
allowance. Pittsburgh Plate Glass Co. asks for vacation of the order 
entered June 25 in connection with the seventeenth supplemental 
report, or for the postponement of the effective date of the order. 

No. 26581, Crane Enamelware Co. vs. Alton et al., and I. and §,. 
No. 3999, Plumbers’ goods from, to and between the south. Trunk 
Line Interstate Commerce Law Committee asks the Commission to 
reconsider the decision made by a division, the division having de- 
clined to modify its decision. : 

No. 26401, Huntsville-Sinclair Mining Co. et al. vs. Wabash et al, 
Norman B. Pitcairn and Frank C. Nicodemus, Jr., receivers of Wa- 
bash Railway Co., ask for modification of Commission’s report and 
order of June 24 involving rates on coal from Huntsville and other 
points to points in Iowa and Minnesota. 

No. 26533, Elk Refining Co. vs. A. C. & Y. et al. Elk Refining Co. 
—_ for reconsideration and/or argument before the entire Com- 
mission. 

No. 11830, in the matter of passenger and pullman fares, charges 
for excess baggage, and rates on milk and cream applicable between 
points in the state of Ohio. Norfolk & Western Railway Co. asks 
for further modification of order of January 10, 1921, so as to suspend 
the order until March 31, 1936, so far as it applies to passenger fares 
and pullman surcharges on the lines of the N. & W. 

Ex Parte No. 104, part 2, terminal services, Timken Roller Bear- 
ing Co. terminal allowance. Timken Roller Bearing Co. asks for va- 
cation of the order entered June 24 in connection with the fourteenth 
supplemental report, or for the postponement of the effective date 
of that order. 

Ex Parte No. 104, part 2, terminal services. Humble Oil & Re- 
fining Co. moves that order, requiring that the carriers shall cease 
and desist, on or before August 26, from the payment of allowance to 
that company for industrial switching in connection with road haul 
rates from and to its plant at Baytown, Tex., be postponed for such 
time as the Commission may find it appropriate and necessary. 

No, 11703, in the matter of intrastate rates within the state of 
Illinois. Southern Railway Co. asks that authority granted by the 
Commission in its order of November 22, 1934, which now expires on 
September 30, be extended to and including March 31, 1936. . 

No. 12214, surcharge for transportation of passengers in sleeping 
or parlor cars between points in the state of Alabama. Southern 
Railway Co. et al. asks that outstanding order, the effective date of 
which was suspended until September 30, be further suspended to 
and including March 31, 1936. 

No, 13412, surcharge for transportation of passengers in sleeping 
or parlor cars between points in the state of Georgia. Southern Rail- 
way Co. et al. ask that the outstanding order, the effective date of 
which was suspended until September 30, be further suspended to and 
including March 31, 1936. P 

INo. 14789, surcharge for transportation of passengers in sleeping 
or parlor cars between points in the state of North Carolina. Southern 
Railway Co. et al. ask that the outstanding order, the effective date 
of which was suspended until September 30, be further suspended to 
and including March 31, 1936. 

No. 11863, Louisiana rates, fares and charges. New Orleans & 
Northeastern Railroad Co. asks that the outstanding order, effective 
date of which was suspended until September 30, be further suspended 
to and including March 31, 1936. 

No. 26235, cotton from and to points in the southwest and Mem- 
phis, Tenn., et al. Southwestern carriers ask for an extension of the 
effective date from August 10 to September 1 and relief from section 
6 of the interstate commerce act. : 

1. and S. 4059, coal from Smithfield, O., to the Ohio River. Pitts- 
burgh & West Virginia Railway Co. asks for a rehearing and re- 
argument. 

No. 25243, Sub. No. 1, W. H. Driggers vs. A. T. & S. F. Com- 
plainant asks for reconsideration by the entire Commission. e 

No. 26472, Armour & Co vs. C. B. & Q. et al., and Sub No. 1, 
E. K. Pond Co. et al. vs. A. G. S. Complainants ask for reopening 
reargument before and reconsideration by the entire Commission, an 
for reversal of the two-to-one opinion of division 5. 

1. and S. No. 4009, furniture from, to and between the southwest. 
Atlanta Freight Bureau, Atlanta, Ga., the Chattanooga Manufac- 
turers’ Association, Chattanooga, Tenn., and the Southern Furniture 
Manufacturers’ Association, High Point, N. C., protestants, ask for 
reopening, reconsideration and modification of the Commission’s report 
and order, dated May 22, 1935. 

1. and S. No. 4009, furniture from, to and between the southwest. 
Tell City Traffic Association, Inc., asks reopening and reconsideration. 


Sioux City Trap. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, E. D. New York.)—Charge made by carrier 
of live stock for services in removing cattle from cars into 
pens in public stockyards for rest, water, and feeding, and in 
caring for pens, where shipments were not accompanied by 
attendant or caretaker, held charge for “transportation” within 
statute requiring carrier to file tariff with Commission showing 
transportation charges (Interstate Commerce Act, secs. 6 (1), 
15, subd. 5, 49 USCA, secs, 6 (1), 15, subd. 5; 45 USCA, secs. 
71, 72). (Akron vs, Pennsylvania R. Co., 10 Fed. Supp. 756.) 

Consignees of live stock suing carrier for damages resulting 
from carrier’s violation of law by failing to include in tariff 
amount of charges for unloading live stock at stockyards for 
rest, water, and feeding could recover only difference between 
amount paid for carrier’s services in this connection and rea- 
sonable charge therefor (Interstate Commerce Act, secs. 6 (1), 
8, 9, 15, subd, 5, and sec. 16, 49 USCA, secs. 6( 1), 8, 9, 15, subd. 
5, and sec. 16; 45 USCA, secs. 71, 72).—Ibid. 

Consignees of live stock held not entitled to recover damages 
from carrier for carrier’s violation of law by failure to include 
in its tariff amount of charges for unloading live stock at stock- 
yards for rest, water, and feeding, where Interstate Commerce 
Commission found that charge exacted by carrier for such serv- 
ices was not unreasonable, since court would not reexamine 
Commission’s findings (Interstate Commerce Act, secs. 6 (1), 8, 
9, 15, subd. 5, and sec. 16, 49 USCA, secs. 6 (1), 8, 9, 15, subd. 5, 
and sec. 16; 45 USCA, secs. 71, 72).—Ibid. 








(District Court, S. D. New York.)—Belt railroad company, re- 
ceiving compensation for carrying shipments between initial and 
final carriers’ termini out of charges made by such carriers and 
paid by shipper, held proper and necessary party to action by 
shipper’s assignee for amount of alleged overcharge (Interstate 
Commerce Act, sec. 16 (2), 49°USCA, sec. 16 (22). (Hygrade Food 
Products Corp. vs, Chicago M. St. P. & P. R. Co., 10 Fed. 
Supp. 767.) 

Interstate Commerce Commission’s order, fixing maximum 
rate for shipment of live stock from South Dakota points to 
markets in Illinois and other named states north and west 
thereof, held not to render rule that flat rate increase allowed 
should be added but once to combined basic rates of carriers, 
participating in continuous rail shipments between points on 
different railroads, inapplicable to live stock shipments from 
South Dakota points to points east of Chicago.—Ibid. 

Rule that flat rate increase allowed railroads should be added 
but once to combined basic rates of carrier participating in con- 
tinuous rail shipments between points on different railroads held 
binding on three carriers participating in shipment, though initial 
and intermediate carriers did not concur with final carrier in 
application of such rule.—Ibid. 

Great weight should be given by court to Interstate Com- 
merce Commission’s construction of rule for determining com- 
bination rates for continuous shipments between points on dif- 
ferent railroads, though not conclusive.—Ibid. 

Interstate Commerce Commission’s fact findings are pre- 

sumed to be sustained by evidence before Commission, in absence 
of contrary evidence (Interstate Commerce Act, sec. 16 (2), 49 
USCA, sec. 16 (2)).—Ibid. 
Court cannot determine that Interstate Commerce Commis- 
sion’s decision that rate, charged by carriers for shipment of 
hogs, was unreasonable, and its order directing payment of 
overcharge to shipper wrong, as matter of law, where none of 
evidence before Commission was introduced on trial of action 
to recover amount awarded; such order being conclusive on 
court (Interstate Commerce Act, sec. 16 (2), 49 USCA, sec. 
16 (2)).—Ibid. 





(Supreme Court of Louisiana.)—Courts have jurisdiction to 
review all orders which Public Service Commission has authority 
to make, except such orders, or rules, as may be adopted by 
commission for its own procedure (Const., 1921, art. 6, secs. 4, 5). 
(Parker Gravel Co. vs. Louisiana Public Service Commission, 
162 So. Rep, 64.) 

. Where Public Service Commission had never made any rules 
T regulations relating to switching of cars at station involved, 
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or determined what shipper should be paid by carrier for per- 
forming switching services at such station, commission was 
without jurisdiction to entertain shipper’s demand for reimburse- 
ment for switching services performed at such station (Act No. 
175 of 1912, secs. 1, 2).—Ibid. 

Only money demand which Public Service Commission may 
entertain is demand for damages resulting from violation of 
commission’s orders relating to rates, classifications, rules, regu- 
lations, and like matters (Act No. 175 of 1912, secs. 1, 2).—Ibid. 

Where Public Service Commission was without jurisdiction 
of money demand, district court was without jurisdiction to 
review order of commission sustaining plea of prescription (Act 
No, 175 of 1912, secs. 1, 2; Const., 1921, art. 6, secs. 4, 5).—Ibid. 


FALSE CLAIMS ALLEGED 


Secretary McGinty, for the Commission, has issued the fol- 
lowing statement: 


The Commission has been informed that on July 26, 1935, the 
grand jury for the eastern district of Michigan, southern division, 
voted an indictment at Detroit, Mich., charging the East Side Coal 
Co. of Detroit, its president, David Goldberg, and its secretary, 
B. D. Hill, with having filed false claims with the Michigan Central 
Railroad and Detroit & Toledo Shore Line Railroad Co. in violation 
of section 10 of the interstate commerce act. The facts charged in 
the indictment are that the defendants filed claims for shortages in 
carload shipments of bituminous coal when, in fact, they knew that 
there were no shortages, 


ALLOWANCE ORDERS ENJOINED 


A three-judge federal court in the western district of Penn- 
sylvania at Pittsburgh has granted an interlocutory injunction 
forbidding the enforcement of the Commission’s orders requiring 
the Pennsylvania Railroad Co. to cease paying allowances to the 
American Sheet & Tin Plate Co., the Allegheny Steel Co., the 
Pittsburgh Plate Glass Co., and the Weirton Steel Co. A hear- 
ing on the question of a permanent injunction has been set for 
October 22. The cases are equity Nos. 3110, 3111, 3112 and 3113 
relating to the American Sheet & Tin Plate Co., Allegheny Steel 
Co., Pittsburgh Plate Glass Co., and the Weirton Steel Co., 
respectively. 


WESTERN CLASS RATES 


The Trafic World Washington Bureau 


Seventeen shippers’ organizations in Illinois Territory have 
joined in asking suspension of schedules, filed in response to 
the Commission’s order in Docket 17000, part 2, western class 
rates. The protest was filed with the suspension board, August 
1, accompanied by oral presentation by G. H. Shafer, transpor- 
tation rate expert, Illinois Commerce Association; A. H. Schwie- 
tert, acting traffic director, Chicago Association of Commerce; 
Peter J. Naughton, manager of the traffic department, Peoria 
Association of Commerce, and A. J. Christiansen, traffic man- 
ager, traffic bureau, Moline Association of Commerce and Rock 
Island Chamber of Commerce. Besides those organizations, 
signers of the request for suspension included the Illinois Dis- 
trict Traffic League, Aurora Chamber of Commerce, Blooming- 
ton Association of Commerce, Cairo Association of Commerce, 
Champaign Chamber of Commerce, Decatur Association of Com- 
merce, Danville Chamber of Commerce, Davenport Chamber of 
Commerce Traffic Bureau; Joliet Association of Commerce, 
Keokuk Traffic Association; Quincy Chamber of Commerce; 
Rockford Manufacturers’ and Shippers’ Association; Spring- 
field Chamber of Commerce; Streator Chamber of Commerce. 

The particular tariffs on which suspension was asked were 
Agent Jones’s and Curlett’s issues naming rates from C. F. A. 
east of Lake Michigan and the Illinois-Indiana line to that 
northwest territory to which, under the Commission’s decision, 
official classification ratings have been made applicable. The 
destination territory involved includes that part of Western 
Trunk Line zone 1 in Minnesota and Wisconsin on and east of 
the Northern Pacific from Duluth to Hinckley, Minn., thence 
along the Great Northern to the Twin Cities, thence east of 
the Mississippi River, but including west bank crossings. 

Illinois shippers, in the request for suspension, allege that 
the effect of the new rates is to move the state of Illinois from 
300 to 600 miles further away from the consuming territory 
thus defined. They point out that on traffic moving first class 
in Western Trunk Line and second class in Official territories, 
Toledo will have a rate of $1.33 for a 193 mile longer 
haul from Albany, N. Y., to Duluth as compared with a rate 
of $1.37 from Chicago to Duluth. From Baltimore to Duluth, 
it is alleged, the new rate fourth class in Western and fifth 
class in Official is 75 cents, the same as the rate from Chicago 
to Duluth, although Baltimore has a 741 mile longer rail haul. 

Considering the rail-and-lake haul from eastern shipping 
points to the same destination territory, as compared with the 
all-rail movement from Chicago, the protestants allege the 














situation to be even worse due to the fixed differentials per- 
centages applying on such rates. The result, they say, is that 
the rate on goods rated 1% times first class in the west and 
first class in Official territory from Boston to Duluth will be 
$1.62 under the rates filed, whereas all-rail from Chicago to 
Duluth is and will remain $2.06. They point out that the 
Chicago all-rail distance is 453 miles while the rail haul from 
Boston to Buffalo is 475 miles, or 22 miles longer. That route 
moreover, they add, includes handling at ports and 985 miles 
of water carriage. These situations are typical, it is alleged, 
of others applying throughout the destination territory involved. 
They insist the new rates, if permitted to go in, will work 
“irreparable injury to Illinois manufacturers and distributors 
and deprive them of the benefits of their geographical location.” 


INTERMEDIATE RULE CHANGE 


Having, seemingly, seriously impaired the value theretofore 
attached to the rule for the making of rates from or to inter- 
mediate points by its decision in No. 26472, Armour & Co. vs. 
Chicago, Burlington & Quincy et al., and a sub-number there- 
under, E. K. Pond Co. et al. vs. Alabama Great Southern, the 
Commission has taken a step to make that rule accomplish 
what those who drafted it thought it could do. It has reopened 
for further consideration the cases mentioned (see Traffic World, 
June 29, p. 1244) and proposes an addition to the rule in ques- 
tion. The rule is No. 3 of Tariff Circular 20. 

The change in the rule suggested is an addition to para- 
graph (e), reading as follows: “Applies also from and to other 
points and on other traffic as provided herein.” 

The Commission desires to receive suggestions as to the 
wording of, amendments to, and possible substitutes for, the 
proposed addition. In the order reopening the case and suggest- 
ing the addition, the Commission invited those interested to 
file briefs on the subject, on or before September 17. A copy 
of each brief, the order says, is to be filed on each of counsel 
of record in the cases in connection with which the applicability 
of rates concerned was questioned. 

In those cases, according to Commissioner Aitchison’s dis- 
sent, the Commission, by division 5, left the impression that it 
was “committing itself to the principle that under no circum- 
stances will a rate be recognized unless it falls within the 
description shown on the title page,” of the tariff. The words 
proposed to be added would be attached to the intermediate 
rule so as to make it certain that it would apply also from 
and to other points and on other traffic as provided in the 
tariff in which the intermediate rule was shown to enable users 
thereof to make rates from and to points other than those 
mentioned in the tariff, because they were intermediate points 
and for the reason that traffic other than that specifically pro- 
vided for was intended to be taken care of by the use of the 
intermediate rule. 

Commissioner Aitchison, in his dissent in the cases that 
have been reopened, asserted that every paragraph in the inter- 
mediate rule had been disregarded in the report by division 5. 
He pointed out that the rule had been formulated for adoption 
by the Commission, by experts of the Commission and the car- 
riers when Tariff Circular 20 was under consideration. It was 
adopted by the Commission with a view to enabling the carriers 
to publish rates by what the Commission men regarded as a 
simpler and less expensive method than if they were required, 
literally, to comply with the mandate of the sixth section of 
the interstate commerce act. 


Counsel on whom copies of the briefs are to be served are: 
P. E: Blanchard, Armour & Co., U. S. Yards, Chicago, Ill.; R. D. 
Rynder, Swift & Co., Union Stock Yards, Chicago; J. F. Con- 
ners, McCormick Building, Chicago; L. P. Day, LaSalle Street 
Station, Chicago; C. D. Drayton, Investment Building, Wash- 
ington, D. C.; Walter McFarland, 547 W. Jackson Blvd., Chi- 
cago; W. A. Northcutt, L. & N. R. R. Co., Louisville, Ky.; E. A. 
Smith, 135 E, 11th Place, Chicago, and L. Chaffee, 135 E. 11th 
Place, Chicago. 


CHICAGO COKE SWITCHING RATES 


Reduction of the Chicago switching rate on furnace coke 
between two plants of the Interlake Iron Corporation was asked 
at the hearing in reopened Docket 19610, switching rates in 
the Chicago switching district, at Chicago, before Examiner 
Cheseldine, July 29. The hearing was set by the Commission 
in response to a petition on the part of the iron company and 
the Chicago Short Line to modify its thirteenth section order 
of July 3, 1933. 

According to that petition and testimony A. E. Feeley, sec- 
retary and treasurer of the railroad, and F. B. Thatcher, assist- 
ant general manager of the Interlake corporation, at the hearing, 
the latter corporation intends to resume production, inter- 
rupted in August, 1924, of coke at its coke plant in the Chicago 
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switching district, and to use that coke at its blast furnace, 
five miles away also in the switching district, in the productio, 
of pig iron. For some time before the shut-down of the coke 
plant and after the fixing of the one-line switching rate at 3 
cents a hundred pounds, by the Commission in the order jp. 
ferred to, the coke had moved between the two plants by truck 
it was testified. With the planned resumption of coke prodye. 
tion efforts were made by the short line to regain the traffic 
According to witnesses for the iron corporation, though trang. 
portation costs by truck would be between 35 and 39 cents 
a ton, including the expense of necessary added storage fagij. 
ities, they prefer rail shipment and have promised to give the 
traffic to the short line if the 40-cents-a-ton rate can be applie; 
to it. Mr. Feeley testified that that rate would yield the rai). 
road “a substantial net revenue which will be permanently log 
to the trucks if the rate is not permitted to go in.” It was estj. 
mated that one trainload of 20 cars will be moved each day. 

There was no opposition to the proposal at the hearing. 


SUSPENDED TARIFFS 


In I. and S. No. 4120, the Commission has suspended from 
August 1 until March 1 schedules in supplement No. 2 to Toll’s 
I. C. C. No. 1352. The suspended schedules propose to eliminate 
the present absorptions on shipments of livestock from or to 
about 45 points designated as having public stock yards, and to 
establish loading and unloading charges of 50 cents per single 
deck car and $1.00 per double deck car when moving to or 
from numerous points located throughout the United States. 

In I. and S. No. 4121, the Commission has suspended from 
August 1 until March 1 schedules in supplement No. 46 to Jones’ 
tariff, I. C. C. No. 2714. The suspended schedules propose to 
increase the ratings on sludge acid, in tank cars, from 80 per 
cent of sixth class to 90 per cent of sixth class between points 
in Central Freight Association territory and Trunk Line arbi- 
trary territory. 

In I. and S. No. 4123, the Commission has suspended from 
July 31 until March 1 schedules in supplements Nos. 14 and 15 to 
the Chesapeake & Ohio I. C. C. No. 11656, supplement 85 to 
Pennsylvania I. C. C. 573, and various other tariffs. The sus- 
pended schedules propose to cancel present provisions for ap- 
plication of St. Paul, Va., rates on grain and related articles, 
carload, as maxima at points on the Chesapeake & Ohio Railway 
in eastern Kentucky and, generally, to establish through joint 
commodity rates on these articles from central territory to the 
eastern Kentucky destinations in lieu of present class or com- 
bination rates, Increased rates would result in some instances 


as illustrated: . 
Grain, Carload 
(Rates in cents per 100 pounds) 


From Present Proposed 
Reynolds, Ind., to Marrowbone, Ky. .............. 32 33.5 
Reed City, Mich., to Elkhorn City, Ky. .......... 34 35 
Baldwin, Mich., to Elkhorn City, Ky. ........... 33.5 37 


VEGETABLE REPARATIONS 


What was hoped by all concerned would be the final sessions 
of hearings in No. 23004, American Fruit Growers, Inc., of Illinois 
et al. vs. A. G. S. et al., were begun before Examiner Basham, in 
Chicago, July 30. The purpose of the hearings, which began 
several months ago and have covered a circuit from Boston to 
Miami to Chicago, was to ascertain the applicability of the rates 
prescribed in the so-called Shafter case, No, 21424, decided in 
May, 1932, which specified rates on fruits and vegetables, straight 
or mixed carloads in standard packages, from Florida to New 
England, Eastern Trunk Line, C. F. A., Southeastern, Mississippi 
Valley, Carolina and Illinois territories not to exceed the lowest 
combination by weight over the route of movement. That de- 
cision also said that where the actual weight of a shipment was 
not known, an average weight of 50 pounds a package should be 
used in figuring the rate on all vegetables except celery and 
potatoes. The latter were not involved in the case and the 
Commission said an average of 70 pounds a package would be 
fair to use in figuring the rates on celery. 

The matter to be settled in the instant case, which was insti- 
tuted at the Commission’s own suggestion, was the amount of 
reparation to be paid under the prescribed rates. Because more 
than 2,000 cars and many thousands of dollars were involved, 
the testimony has consisted largely of a mass of detailed exhibits 
covering the movement and rates paid on individual cars. The 
direct testimony had been entered complete at the last previous 
hearing in Chicago in January, and the sessions this week were 
to permit rebuttal testimony by’ defendants. That consisted 
largely of more exhibits intended to point out errors in com- 
plainants’ contentions, and, in some instances, to correct errors 
in defendants’ own earlier testimony. Complainants, on the other 
hand, had supplementary exhibits to enter, attacking ‘the figures 
and the conclusions drawn by the defendants’ additional testi 
mony. 
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SELECTED INCOME ITEMS 


Selected income and balance sheet items of Class I steam 
railways, taken from the reports representing 149 railways, by 
the Commission’s Bureau of Statistics for May and the five 
months ended with May show a deficit in net income of $4,- 
787,199 for May as compared with a deficit of $3,337,269 for May, 
1934. The compilation shows total current assets in May of 
$1 068,415,303 as compared with $1,045,518,298 in May, 1934. 

"The compilation for the five months ended with May 


lows: 
fol For the five months of 


ee $ 160-787 983 $ 134.829 268 
Yi ilway operating income............ ,787, ,829, 
- Sag aon «i ape . uceeesseesbaeeRecs 63,188,461 67,122,056 
DE PEED kato nrvceconsvevcsvocsesene 223,976,444 251,951,324 
4, Rent for leased roads ........eeeeeeeeees 55,103,543 55,349,987 
5. Interest GeductionS ...........eeeeeeeeees 217,493,106 216,752,921 
6. Other deductions .........scecececssseees 7,998,329 9,184,675 
7. Total deductions .............eeeeeeeee 280,594,978 281,287,583 
x, Net income:t : 
s—01. After depreciation and retire- 
DME: Lc idcndctuwse dee seeeeneserepesee *56,618,534 *29,336,259 
8—02. Before depreciation and retire- 
EIS EEE eT Ee Tt 23,686,369 50,079,668 
9, Dividend declarations (from income and 
surplus): 
$—G1, ON COMMNMON BLOCK. ...ccccccccvces 31,950,641 37,323,809 
9—02. On preferred stocKk............06. 7,845,482 4,837,943 
Balance at end of May 
Selected Liability Items 1935 1934 
94, Funded debt maturing within 6 monthst.$ 217,005,139 $ 54,057,300 
9%. Loans and bills payable§............+-.0. 320,570,268 338,638,771 
96. Traffic and car-service balances payable. 67,663,325 69,956,000 
1. Audited accounts and wages payable..... 220,553,618 211,047,510 
98. Miscellaneous accounts payable.......... 62,285,538 47,440,815 
99, Interest matured unpaid..............+4+: 340,195,989 257,217,783 
30, Dividends matured unpaid............+... 4,640,543 4,639,687 
31, Funded debt matured unpaid............ 290,329,816 248,297,971 
329 Unmatured dividends declared........... 15,897,423 12,894,561 
33, Unmatured interest accrued............. 123,367,001 121,404,343 
34. Unmatured rents accruled........+s-sceeee 40,622,922 39,881,046 
35. Other current Habilities.......cccccccecee 18,181,192 16,657,640 





36. Total current liabilities (items 25 to 35)$1,504,307,635 $1,368,076,127 
37. Tax liability (account 771): 


37—01. U. S. government taxes........ $ 37,089,242 $ 36,379,115 
37—02. Other than U. S. government 
FCO TE OP OTT TCT OCT Tee Ter oer 138,199,131 144,622,593 


tIncludes payments which will become due on account of prin- 
cipal of long-term debt (other than that in account 764, funded debt 
matured unpaid) within 6 months after close of month of report. 

§Includes obligations which mature less than 2 years after date 
of issue. 

*Deficit. 

+May, 1935, income as reported was increased by credits to op- 
erating expenses on account of reversal of charges previously made 
for liability under the railroad retirement act. These credits for 
May, 1935, amounted to $8,659,753, and for the 5 months ended with 


May, 1935, the net credit is $4,525,821. ‘a. 
SPOTTING SERVICE SUITS \ 


J, Additional applications for injunctions forbidding the en- 
forcement of orders of the Commission in Ex Parte No. 104, 
terminal spotting allowances, have been brought in the fed- 
eral court for the western district of Pennsylvania, as follows: 

Equity No, 3110, American Sheet & Tin Plate Co. vs. United 
States and Pennsylvania Railroad Co., the affected plants be- 
ing at Vandergrift and Scottdale, Pa., and Wellsville, O.; equity 
No. 3111, Allegheny Steel Co. vs. United States and Pennsyl- 
vania railroad Co., the affected plant being at Brackenridge, 
Pa.; equity No. 3112, Pittsburgh Plate Glass Co. vs. United 
States and Pennsylvania Railroad Co., the affected plant being 
at Ford City, ‘Pa.; and equity No. 3113, Weirton Steel Co. vs. 
United States and Pennsylvania Railroad Co., the spotting serv- 
ice in question being performed at the Weirton, W. Va., plant. 


TERMINAL ALLOWANCE ORDERS 


The Commission, in denying requests or overruling motions 
for extension of the effective date in its orders in reports in 
Ex Parte No. 104, part 2, terminal allowances, is sending an 
identical letter to the counsel or traffic manager of the applicant 
for extension, setting forth why extension would do no good. 
Each letter, after setting forth that a denial had been entered, 
and varying as to the names of the railroads that had complied, 
1s as follows: 


._ .As you know, the order in this case is only one of very many 
stances wherein allowances to particular industries out of the line 
aul rates have been condemned in the Commission’s general investi- 
— Ex Parte No. 104, Part II, Terminal Services, decided May 14, 
— This investigation has extended over a period of more than 
wae years, and involves, so far as we know, every large industry 
pe te receives terminal allowances from carriers. Having generally 
it . nee the practice as unlawful, the Commission does not feel that 
: could consistently or fairly postpone the effective date of the order 
erein. Moreover, the order in this case has already been complied 


with by the Texas & New Orleans Railroad Company and the Mis- 
Souri Pacific Railroad Company which have filed supplements to their 


ap canceling the allowance. 


Therefore, the mere postponement of 


€ order would not restore the status quo. The Commission does not 
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feel that it could by mandatory order require the carriers to reestab- 
lish in their tariffs the allowance which it has condemned as 
unlawful. 

Another thing to which we wish to direct your attention is that 
the canceling of the allowance from the tariff pursuant to the Com- 
mission’s order could not work any material or substantial damage 
to your company, because in the event it should ultimately be de- 
termined that the order is invalid and your company entitled to the 
allowance, there would, it seems clear, be a remedy by means of 
restitution. 


COAL TO TIDEWATER PORTS 


The hearing in No. 26967, Pennsylvania Coal & Coke Cor- 
poration vs. Pennsylvania et al., has been adjourned, by Ex- 
aminer Flynn, to October 8, in Washnigton. In addition to the 
witnesses heretofore mentioned (see Traffic World, July 27, 
p. 160) were Mr. Winsch, of Thomas Eckert & Co., steamship 
agents, and others; A. T. Schurick, consulting engineer, and 
Messrs. Maize, Dight, Walsh, Hasslar, R. H. Somerville, S. C. 
Dickey and C. P. Collins. 


WESTERN PICK-UP AND DELIVERY 


Suggestions that schedules naming new L. C. L. merchan- 
dise class rates in connection with pick-up and delivery service 
in Western Trunk Line Territory were being held up at the 
request of eastern and southern railroads considering similar 
proposals were denied at the offices of the Western Trunk Line 
Association. That organization had no knowledge of what rail- 
roads in other territories were discussing or planning, it was 
said. There was some possibility that individual connecting 
railroads in other territories might have had the matter up 
with individual western trunk railroads, it wags admitted, but 
even as to that the association had no information. 

Work on the schedules is going forward, hampered some- 
what by the difficulty of negotiating contracts with truckers in 
the various centers. There were also some details, such as 
whether the new rates should be made C. O. D., on which there 
is disagreement among the western railroads themselves, it 
was said, but none of the delay encountered up to the present 
had been caused by “pressure” from railroads in other terri- 
tories. Western Trunk Line Association officials would not ven- 
ture at this time a guess as to when the schedules would be 


filed. 


RAIL MEN’S HOURS AND WAGES 


A two-part report on the hours and wages of railroad em- 
ployes has been submitted to Coordinator Eastman by Otto S. 
Beyer, in charge of the Coordinator’s Section of Labor Relations. 
The whole is called “Extent of low wages and long hours in the 
railroad industry.” One part is devoted to employes receiving 
35 cents an hour or less in November, 1933, working what are 
regarded in the report as long hours, The other part is devoted 
to employes who worked more than 48 hours a week or more 
than eight hours a day, irrespective of their rates of pay. 

“Tf it were possible in all instances to limit the work to six 
days of eight hours per day,” says the last sentence in a sum- 
mary and conclusions, “it is estimated that, on the basis of hours 
worked during the pay roll period studied, more than 20,000 new 
railroad jobs could thus be created.” 

In a statement by Coordinator Eastman concerning the report 
it is indicated that information and complaints received in the 
Coordinator’s office that employes were working as long as 12 
hours a day and even seven days a week, as well as complaints 
about rates of pay, is the cause of the inquiry. In that statement 
Mr. Eastman said: 





The accompanying report on the “Extent of Low Wages and 
Long Hours in the Railroad Industry” has been prepared by the Sec- 
tion of Labor Kelations of the Federal Coordinator's office, under 
the direction of Otto S. Beyer, in charge of the section. 

From information and complaints which reached this office, it 
appeared that there was a substantial number of railroad employes 
who were working as long as 12 hours per day and even seven days 
per week. At the same time many complaints were received about 
the wage rates being paid certain classes of employes on certain 
railroads, which rates appeared to be lower than those in effect on 
most railroads for these classes of employes, and lower than estab- 
lished minimum rates in effect in various large scale industries. In 
these circumstances, and in order to develop a true picture of the 
Situation, a study of the extent to which long hours and low wages 
prevail in the railroad industry was undertaken. This report presents 
the finding of this study. 

Part one of the report is concerned with the rates and hours 
of railroad employes who, during the payroll period nearest November 
1, 1933, received a basic rate of 35 cents an hour or less. Part two 
deals with the hours worked during the payroll period nearest May 
1, 1934, of all railroad employes other than executives, who worked 
more than 48 hours in a week or 8 hours per day, irrespective of 
the rates of pay which they received. 

The railroads of the country cooperated generously in providing 
the basic data for this investigation. 


Mr. Beyer in a memorandum of submission of his report to 
Mr. Eastman said: 


The desirability of establishing minimum wages and maximum 














PAGE 188 


hours of work for the employes of industry has been given steadily 
increasing recognition in recent years. By various devices, such as 
codes of fair competition, state legislation, and labor agreements, 
wage rates below which employes should not be required to work 
and hours beyond which they should not be kept on duty have become 
established labor standards. 

Cognizant of this tendency, you addressed a memorandum dated 
September 2, 1933, to the railroad presidents and railroad labor execu- 
tives urging that they jointly give consideration to the establishment 
of minimum wages for those railroad employes still being paid wage 
rates less than those established by codes of fair competition approved 
by the President for comparable industries; and second, that where 
hourly, daily or monthly rated employes, whether in supervisory 
capacity or otherwise, are required or permitted to work more than 
eight hours per day as regular assignments, an effort be made to 
reduce the working week to 48 hours. The railroads and their em- 
ployes responded to your suggestion and some improvements were 
effected. However, it appeared that the facts required for a complete 
appraisal of the extent to which long hours and low wages prevailed 
in the railroad industry were not known. : 

A study was therefore instituted with the cooperation of railroad 
management to ascertain these facts. Two questionnaires were 
submitted to the industry, the first dealing with hours and rates 
of pay of employes receiving a basic rate of 35 cents an hour or less 
for the payroll period nearest November 1, 1933, and the second dealing 
with the hours of those employes who worked over 48 hours per week 
during the payroll period nearest to May 1, 1934, irrespective of their 
rates of pay. 

The accompanying report analyzes in detail the information ob- 
tained through these questionnaires. More than 155,000, or 15 per 
cent of all railroad employes, were reported as receiving basic rates 
of 35 cents an hour or less or equivalent daily, weekly or monthly 
rates. Many of these rates were less than the standard set for com- 
parable work in industries which were regulated under N. R. A. 
codes. More than 110,000 employes or nearly 14 per cent worked 
more than 48 hours per week during the payroll period studied. This 
situation suggests that there is still opportunity in the railroad in- 
dustry for the adjustment of rates and hours in those instances where 
long hours or low rates are out of line with the standards set for 
industry in general. 


The summary and conclusions of the report follow: 


The data on which part one of this report is based were ob- 
tained as a result of a questionnaire inquiry to all Class I railroads, 
including switching and terminal companies, regarding the number of 
employes who received 35 cents an hour or less (or an equivalent 
daily, weekly or monthly rate) during the payroll period nearest 
November 1, 1933. The facts disclosed by this survey are summarized 
in the following paragraphs. 

For the payroll period nearest November 1, 1933, there were 
reported 155,540 railroad employes who received a basic rate of 35 
cents an hour or less, or its equivalent. This number constituted 15 
per cent of total railroad employment. A 10 per cent deduction from 
basic rates was in effect during the payroll period studied, but on 
those railroads where this deduction was restored in full by April 
1st, of this year, the basic rates are now the actual rates. Of the 
total number of low wage employes reported, 84 per cent were paid 
by the hour or day, and 16 per cent by the week or month. 

About 50,000 of the total number of low wage employes reported 
were on the payrolls of southern railroads, comprising over 30 per 
cent of total employment on these roads. About 105,000 were in the 
employ of northern railroads, constituting over 12 per cent of total 
railroad employment in the north. 

In the south 21,075, or 47 per cent of the hourly or daily paid 
employes reported for that region, were receiving 25 cents an hour 
or less, while in the north only 13,586, or 16 per cent of the low wage 
employes reported in the north, were receiving less than 25 cents 
an hour. Nearly the same ratios held true for employes in both the 
north and south paid on a weekly or monthly basis. 

Nine occupations accounted for 134,293 of the low wage employes 
reported, or 87 per cent of the total. They were: 

Section men. 

Crossing and bridge watchmen and flagmen. 

Extra gang men. 

General laborers. 

Classified laborers (in shops, engine houses and power plants). 

Waiters, camp cooks and kitchen helpers. 

Truckers (stations, warehouses and platforms). 

Messengers and office boys. 

, — laborers (stores and ice, reclamation and timber treating 
plants). 

Over 86,000, or about 55 per cent, of the total number of low paid 
employes reported were section men and extra gang men. In some 
of these occupations, notably crossing and bridge watchmen and flag- 
men and messengers and office boys, the age of the employe has 
an important bearing on the significance of the rate paid. Crossing 
watchmen are often older men, who have received their jobs as a 
kind of disguised pension. Messengers and office boys, on the other 
hand, are usually young men, who may be considered as undergoing 
—— of training that may lead to positions of greater responsi- 

ility. 

The respondent railroads were also asked to report the hours 
worked of the low paid employes. The existence of both long hours 
and work spreading was disclosed. Approximately 45 per cent of 
the 155,540 employes reported worked 41 to 48 hours per week; 38 
per cent worked 40 hours, or less; and 17 per cent worked over 48 
hour per week. Work spreading was found to exist to a much 
greater extent among employes paid on an hourly or daily basis, 
while hours in excess of 48 per week were more common among 
weekly or monthly paid employes. About 9 per cent of the employes 
in the former group worked over 48 hours per week, while over 63 
per cent of the employes in the latter group worked more than 48 
hours per week. 

Of the 155,540 employes who were reported to be receiving basic 
rates equivalent to 35 cents an hour, or $16.80 per week or less, it 
was estimated that over 114,000 received actual weekly compensation 
during the payroll period studied of $12.96 or less. It was also esti- 
mated that the establishing of minimum rates to net $15 per week in 
the north and $12 per week in the south for a standard week of 48 
hours would cost $597,000 per month in the north and $249,000 in 
the south. On an annual basis, the combined costs for the country 
would amount to a little more than $10,000,000 per year, or .4 of one 
per cent of payroll. These costs are calculated from the basic rates 
now in effect rather than from the actual rates paid during the pay- 
roll period studied. 
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Since payments in kind sometimes supplement the earnings 
railroad employes, the railroads were asked to report the number 
of low wage employes who received free housing. It was found that 
15 per cent of the 155,540 reported employes received free housing 
and that this practice is most prevalent in the west and south. Near; 
all of the employes who received free housing from railroads Were 
section men and extra gang men. 

More than three-fourths of the low wage employes reported 
were found to be receiving rates fixed by agreement. those re. 
ceiving a basic rate of 20 cents per hour or less, or its equivalent 
only 50 per cent received rates fixed by agreement. 

The question of reducing hours has assumed such importance 
that it was thought desirable to include with this survey a study of 
the hours worked of all railroad employes who worked more than 4 
hours per week or 8 hours per day, irrespective of the rate of pay 
which they were receiving. An additional questionnaire was gypb. 
mitted to the same railroads covered in part one of this study, jp 
order to ascertain the above information. Executives and train ang 
engine service employes were not included in this portion of the 
survey. There is no adequate record of hours worked of the first 
group of employes, while the second group is paid according to the 
dual system of mileage rates and daily minima—a system of wag. 
payment which makes it difficult to compare hours worked. 

Excluding these groups, it was found that there were 110,250 
employes during the payroll period nearest May 1, 1934, who worked 
over 48 hours per week. This number constituted 14 per cent of total 
employment in the occupations included in this study. More than 
40,000 were reported who worked over 8 hours per day during this 
same period. Nearly two-thirds of the long hours employes reported 
must, therefore, have worked on a 7-day schedule. It was found 
that long hours schedules were more prevalent in the south and west 
than in the east. About 9 per cent of the employes in the occupa- 
tions included worked more than 48 hours in the eastern district 
18 per cent in the southern district, and nearly 17 per cent in the 
western district. In all districts of the country, hours in excess of 
56 per week were found to be the exception. Over three-fourths 
of the ed hours employes reported worked from 49 to 56 hours 
per week. 

Long hours are primarily found among three types of employes 
supervisory or foremen groups, unskilled labor (other than track 
labor) and employes in transportation service generally, again ex- 
cluding train and engine service employes. There were 10 occupa- 
tions in which 50 per cent of the total number of employes worked 
more than 48 hours per week. These occupations were: 


Lieutenants and sergeants of police. 

Patrolmen and watchmen. 

Pumping equipment operators. 

General, assistant general, and department foremen. 
Clerks-telegraphers and clerks-telephoners. 
Telegraphers, telephoners and towermen. 

Chefs and cooks, 

Waiters, camp cooks, kitchen helpers, etc. 

Crossing and bridge flagmen and gatemen. 
Yardmasters. 


All the employes who were reported as working more than 48 
hours per week average 58 hours of work per week, while it is esti- 
mated that the average hours of all employes who worked 48 hours or 
less were only 37 hours per week. Many of the employes in the former 
group were in low wage occupaions, so that a reduction of hours 
downward would materially decrease earnings that are already low. 
If it were possible in all instances to limit the work week to 6 days of 
8 hours per day, it is estimated that, on the basis of hours worked 
during the payroll period studied, more than 20,000 new railroad jobs 
could thus be created. 


FOURTH SECTION AMENDMENT 


The House committee on rules this week heard members of 
the House argue for and against a special rule to the end that 
the Pettengill bill eliminating the long-and-short-haul clause 
might be brought before the House for consideration. Repre- 
sentative Pettengill appeared in support of the request for the 
rule and explained why the legislation was desired. He empha- 
sized the point that passage of the bill would enable the rail- 
— to have a chance in meeting competition of other car- 
riers. 

Representatives White, of Idaho, and Costello, of California, 
appeared in. opposition to the granting of a rule. The com- 
mittee was to hear further argument on the question. 

Representative Pettengill said August 2 that there would be 
no action on the fourth section bill until the tax bill had been 
disposed of. 


U. S. TRAVEL COMMISSION 


Objection by Senator Robinson, of Arkansas, Democratic 
leader in the Senate, on the ground that it appeared to him that 
the bill, S. 33, to encourage travel to and within the United 
States by citizens of foreign countries, would put the govern: 
ment into the business of advertising, blocked consideration 
of the.measure in the Senate July 29. 


Chairman Copeland, of the commerce committee, seeking 
favorable action on the bill, said it was proposed by the Hotel 
Men’s Association of the United States. He said the hotel 
men were concerned over the fact that travel went to Europe 
with very little travel coming this way from Europe. It was 
estimated, said he, that $8 of American money was spent 1 
Europe for every dollar of foreign money spent in the United 
States. 

The bill would create a commission (see Traffic World, July 
6, p. 6) “who will set up an organization to do some advertls- 
ing for the United States” to attract foreigners to this country, 
according to Chairman Copeland. 











yote 
The 
1936 
prov 
stud 
latic 


repe 
and 
Jan 


the 
desi 


Rep 
nit! 
mel 
wal 
27), 
was 
fed: 
In | 
apr 
the 


antl 
bre 
on 
its 
en 
de: 


me 
mi 
co 
an 


i tie a ei el a i oe ee Se 



















48 
sti- 
; or 
mer 
urs 
Ow. 
; of 
ced 
obs 


at 
se 


it 


— 


_—_—— eet eee 








RAILROAD PENSION BILL 


The Trafic World Washington Bureau 


A favorable report on the Crosser railroad pension bill was 
yoted August 2 by the House interstate commerce committee. 
The committee made the effective date of the bill March 1, 
1936, and added as an amendment the Rayburn joint resolution 
providing for appointment of a special commission to make a 
study and report as to the desirability of further pension legis- 
lation. 

The Commission, under the amendment, would make its 
report by January 1, 1936. If the bill, as amended, should pass 
and the Commission should recommend different legislation by 
January 1, Congress could then amend the act. 

The committee action represented a compromise between 
the members who desired an investigation first and those who 
desired enactment of a pension bill. 

The revision of the railroad pension bill introduced by 
Representative Crossner of Ohio, H. R. 8651, by the sub-com- 
mittee of the House committee on interstate and foreign com- 
merce, Other than the elimination of employes of freight for- 
warding companies and private car lines (see Traffic World, July 
27), was almost wholly that of verbiage. An exception to that 
was the elimination of an appropriation of $50,000,000 from the 
federal treasury to be used in the fiscal year beginning July 1. 
In place of an appropriation the bill was changed to authorize 
appropriations from time to time as might be needed to carry 
the act into effect. 

The bill was also amended so as to limit the calculation of 
annuities to a service not exceeding 30 years. That change 
brought the revised bill into accord with a measure presented 
on behalf of railroad labor after the first bill introduced in 
its behalf had been printed. The revision was made to the 
end that representative Crosser might have a bill in the form 
desired, as a substitute for the bill as introduced, when the 
whole committee should take up consideration of the matter. 

The House committee on interstate and foreign commerce 
met August 1 and considered the report of the Crosser subcom- 
mittee on the pension bill. Chairman Rayburn said at the 
conclusion of the meeting that no decision had been reached 
and that another meeting on the bill would be held. 





RAILROAD ECONOMY PLANS 


The Trafic World Washington Bureau 


“The answer is yes,’ said J. J. Pelley, president of the 

Association of American Railroads, when asked if the railroads 
would take advantage of the leeway spoken of by Coordinator 
Eastman to effect economies through joint action by railroads 
within the terms of the emergency railroad transportation act. 
(See Traffic World, July 27, p. 145.) 
“A number of plans on which the railroads have been werk- 
ing have reached the point where they are nearly ready for 
putting into operation. I don’t think I should name them,” said 
Mr. Pelley in answer to a question as to where and what the 
Plans he had mentioned contemplated. But he added that they 
provided for economies that would be worthy of note. 

_Mr. Pelley said the provision in the law contemplating the 
maintenance of the status in employment that individuals had 
in May, 1933, had hindered the plans more than the provision 
concerning the level. The leeway in level afforded by the lapse 
of time, however, was not to be ignored, he said. The change 
in the level affording the leeway, he said, would help. 

_ The plans for economy, Mr. Pelley said, contemplated early 
action by the railroads concerned. Some of them may involve 
the question of displacing men from positions they held in May, 
1933. Mr. Pelley said questions of law might arise in connec- 
tion with some of them, especially on contentions that the part 
of the law contemplating that no man should be worse off in 
his employment than he was in May, 1933. But, he said, the 
idea was to undertake the achievement of economies contem- 
plated by the law, under orders from the Coordinator if the atti- 
tude of one or more railroads toward a plan might require the 
issuance of an order by the Coordinator to make it effective. 
_ Plans not requiring an order from Coordinator Eastman, it 
is expected, will be put into effect first. 

Coordinator Eastman, in answer to a question as to whether 
he would issue any orders requiring economies by railroads be- 
Cause of the leeway to which he had referred by reason of the 
retirement of men who had been held in their jobs by the labor 
section of the emergency transportation act, said he had none in 
freed ulation. He said the leeway gave the railroads greater 
ioe ro in the making of plans for achieving economies on ac- 
an of the death, resignation, and retirement of men whose 
Pn pensation, if not their work, had to be protected under the 

2 of the act referring to the individual worker. 
0 illustrate the leeway idea he took a supposititious case of 
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a coordination of terminals. He assumed for the purpose that 
300 men were held in place by the part of the law concerning 
the individual workmen by reason of their employment in May, 
1933. Assuming that the coordination of terminals would cause 
the displacement of 200 men taken on since 1933 because of more 
work, his suggestion was that the men in the pool created by 
the necessity of keeping the men held in place by the law as it 
related to individuals on the pay roll in May, 1933, could be 
transferred to the places needing to be filled in the new set-up 
of the coordination of terminals, without running counter to the 
part of the law intended to keep the level of employment in May, 
1933, less the deductions permitted by reason of death and other 
causes of retirement from the service. He said it was certain 
that the individuals protected in their employment by reason of 
their having been on.the pay roll in May, 1933, would have to be 
protected, though he said he was not sure that they were pro- 
tected in their particular employment. But, he said, there was 
leeway permitting negotiation between the railroads and the 
labor concerned, by means of which the coordination could be 
brought about through the employment of men in the pool created 
by the protection thrown around individual employes, so that 
progress toward unification of terminals, used as illustrative, 
could be made. His power to issue orders could be used, he said, 
to make objecting railroads take part in the unification or co- 
ordination. 


POSTALIZED PASSENGER FARES 


The Trafic World Washington Bureau 


A plan for making passenger fares on a modification of the 
postage stamp theory, proposed by John A. Hastings, a former 
member of the New York state senate, was brought into notice 
again this week by reports that Coordinator Eastman approved 
it and had made or was making a serious and exhaustive study 
of it, in a report to Senator Wheeler, of Montana (see Traffic 
World, June 15, p. 1140). The Coordinator denied that he had 
approved the plan or that he was making a study of it, admitting 
that he had given it some attention at the request of Senator 
Wheeler, to whom he had sent a letter on the subject. At the 
request of the Traffic World, Senator Wheeler authorized Co- 
ordinator Eastman to make the letter public. 

In broad outline, the plan, called by its author, “A Plan for 
Postalizing Passenger Transportation,” contemplates the making 
of passenger fares, beyond the commutation zones, on the basis 
of $1 for a short ride on a single system and $3 for a long ride 
on a system, with modifications to overcome various obstacles. 
The idea underlying the plan, so far as money is concerned, is 
that the increased passenger travel would increase the revenue 
greatly. The idea is that there shall be a three-year trial period 
in which a government corporation, with $500,000,000 from the 
United States Treasury, shall make good the deficit in the 
revenue of the railroads, which deficit, the thought is, will dis- 
appear by that time. 

Coordinator Eastman, in his letter to Senator Wheeler, said 
the plan would be revolutionary. It would be most unwise, he 
said, even if the plan should superficially appeal, to embark on 
it without most careful consideration of its profitable effects 
on the railroads and on the country. Certainly the railroads, 
who had the most immediate interest in such a change, he said, 
ought to have an opportunity to study the plan and be heard 
on it before it was adopted and that the same opportunity should 
be given to others who might be directly affected, including trade 
centers and other communities. Coordinator Eastman’s letter 
follows: 

On May 21 you sent me a pamphlet entitled “A Plan for Postaliz- 
ing Passenger Transportation,” and asked me to advise you con- 
cerning the plan proposed and the results of any studies I may have 
made relative thereto. Since then I have from time to time con- 
ferred with Mr. Hastings, the author of the plan, and it has also 
been considered by members of my staff. The plan is, of course, a 
new and novel proposal, and it has been difficult for me with all 
my other work to give it thorough consideration. Briefly stated, and 
based not only on what appears in the pamphlet but on additional 
information supplied by Mr. Hastings, the plan proposes: 

, To divide all railroad passenger traffic into three general 
classes: 

(a) Short distance service, comprising. what is termed com- 
mutation or suburban or interurban service, the hauls ranging up 
to 50 miles or thereabouts, 

(b) Regular train service, other than short distance. 

(c) Express or limited train service. 

Note. The dividing lines between these 3 classes of traffic are 
not clearly defined, and would require administrative determination 
by federal or state or similar authorities. 

2. To make the regular train fare for any distance beyond the 
short-distance area but within the scope of the railroad system one 
dollar, and the similar fare for express or limited train service three 
dollars. Present commutation fares might not be changed, but ap- 
parently the thought is to substitute for them a uniform fare cover- 
ing distances up to 50 miles or thereabouts. In the suburban zone 
around New York City, for example, it is suggested that this uniform 
fare might well be 15 cents. In other areas, where traffic is less 
dense, it might be 25 cents. Whether such fares would be estab- 
lished for all short hauls wherever located is not entirely clear, for 
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the thought of Mr. Hastings on this point seems to center around 
metropolitan or suburban areas, but I assume that short-distance 
travel generally woula be provided for in this way, so far as regular 
train service is concerned. Charges for services incidental to trans- 
portation, such as preferential seating and sleeping accommodations, 
meals and other facilities, would not be affected by the plan. So 
far as such charges, like the Pullman charges, are now graded with 
distance, I assume, therefore, that this would continue to be the 
case. 

It will be noted that the $1 and $3 fares are confined within the 
scope of the railroad system. This means, I find, that if the haul 
is over two or more lines, as over the Chicago & Northwestern, the 
Union Pacific, and the Southern Pacific from Chicago to San Fran- 
cisco, separate fares would be charged by each line. In the case 
cited, for instance, the regular fare would be $3 and the limited fare 
$9. Mr. Hastings realizes the competitive difficulties which this would 
entail, and therefore proposes the following modification: 

‘“‘Where certain termini and intermediate points are competi- 
tively served by one through system and by multiple systems, as 
between Chicago and the Pacific coast, the Interstate Commerce 
Commission is to be authorized to provide that the through system 
may charge and collect a fare for through transportation for one con- 
tinuous ride between such termini and points, which shall be equal 
to the aggregate postalized fares if such transportation were had 
via the several systems.” 

Incidentally it may be said that this plan of confining the postal- 
ized fares within the boundaries of single systems, together with the 
modification proposed, would have curious consequences. Thus, the 
fare from cities like Lynn, Salem and Lawrence in Massachusetts to 
New York City could not be less than $2 (regular) and $6 (limited), 
whereas, unless the Commission authorized modifications, the fares 
from Boston to New York, and even to Chicago, would be $1 (regular) 
and $3 (limited). However, owing to the route via the New Haven 
and the Boston & Albany, the Commission could double these fares 
between Boston and New York, if it so desired, and might double 
and even triple or quadruple them between Boston and Chicago. 
There are innumerable instances of this sort throughout the country. 

3. To establish the above basis for an experimental period of 
three years from October 1, 1935, to September 30, 1938. 


4. To save the railroads from possible revenue loss, a corporation 
is to be organized with a capital stock of 500 million dollars, to be 
subscribed and paid for by the Secretary of the Treasury who would 
hold it in the name of the United States of America. It would have 
as directors nominees of the ‘President of the United States, 
Operating Labor employed by the Railroads, Association of Railroad 
Executives, Association of Life Insurance President, Savings Banks 
Division of the American Bankers’ Association, Interstate Commerce 
Commission, and the Secretary of the Treasury, Attorney General and 
Postmaster General, and the secretaries of commerce and labor.”’ 
The corporation would agree to pay to each railroad periodically 
the ‘‘difference between the postalized rate and the regular rate last 
fixed by the company with the approval of the Interstate Commerce 
Commission,’’ such payment to continue “until the annual passenger 
revenue (which is to be considered as the postalized rate and the 
differential combined) during each year of such period shall equal 
the annual average passenger revenue received by each railroad 
during the calendar years 1925-1934, inclusive.”” When such annual 
average revenue shall be attained, ‘“‘then the payment of the differ- 
ential shall cease.” Any surplus revenue is to be ‘divided equally 
between the railroad and the government’s corporation, but the 
latter’s participation shall be to the extent only of the amount of 
the differential paid, together with interest thereon at the rate pre- 
vailing for government securities, but no railroad company shall be 
= van od portion of the differential which shall not be so earned 
nd repaid.” 


Note: There is some uncertainty in the statement of this differ- 
ential scheme. Individual payments are to be made to each rail- 
road, involving, of course, a very large amount of computation and 
bookkeeping. The differential is to cease when the revenue derived 
from the postalized rate and the differential combined equals the 
average revenue of the particular company for the period 1925-1934. 
The differential might well play a large part in producing this parity, 
but it is to cease once the parity is attained. Probably it is intended 
that the differential shall be reduced, when parity is attained, so that 
the total revenue will not exceed the 1925-1934 average, until the 
differential is finally eliminated. What is meant by “surplus revenue’”’ 
is not clear, but presumably it means any amount in excess of the 
1925-34 average. There could be such a surplus only after the 
differential payments had ceased. Nor is it made clear where the 
United States corporation is to get the money necessary to pay the 
differentials, if and when its capital of 500 million dollars is exhausted. 
The source would presumably be appropriations by Congress. 


In support of this plan the author urges that ‘transportation is 
the first factor in surplus wealth’ and that ‘‘social progress is pos- 
sible only as advances are made in the science and economics of 
transportation.’’ He charges that the ‘collapse of the economic 
structure in this country is directly attributable to present irrational 
and unscientific methods of fixing railroad fares and charges.”’ The 
purpose of ‘‘Postalizing Transportation’”’ is ‘‘to place every human 
being, no matter, where he lives, and the products of any labor, no 
matter where produced, upon an equal footing with each other, so 
far as transportation costs are concerned.’’ He believes his plan 
“will increase fabulously the passenger revenue, will cause the em- 
ployment of labor, the manufacture and purchase of new rolling stock 
and additional equipment; and the development and expansion of new 
facilities.”” He further believes that the value and market prices of 
railroad securities will immediately increase, thus siding ‘‘in stabiliz- 
ing the financial positions of insurance, fiduciary and banking insti- 
tutions, and restore hundreds of thousands of individual stockholders 
to the rewards which their support of the nation’s railroads justify.”’ 


Comment 


The proposed plan would, of course, be revolutionary. It would 
be most unwise, even if the plan should superficially appeal, to 
embark upon it without most careful consideration of its probable 
effects upon the railroads and upon the country. Certainly the 
railroads, who have the most immediate interest in such a change, 
ought to have an opportunity to study the plan and be heard upon 
it before it is adopted, and the same opportunity should be given 
to others who might be directly affected, including trade centers and 
other communities. It is impossible to appraise the direct results, 
to say nothing of the remote consequences, of such. a change in the 
system of charging, through any casual study. Thorough investi- 
gation is necessary if the plan is to be seriously considered. The 
utmost in the way of legislative action that should now be con- 
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sidered, therefore, is reference to the Interstate Commerce Commis. 
sion or to a special Congressional committee for study and a report. 

So far as the general economic importance of transportation i. 
concerned, I share the view of the author of the plan that it jg 
highly important in modern civilization, but I cannot agree that jt 
has the preeminent importance which he assigns to it, Or that the 
predominant cause of our economic troubles may be traced to that 
source. ‘ 

By way of precedent for this plan the author relies upon the 
postal charges for mail matter, and to a lesser extent upon the 
uniform fares for street railway service in cities. There is no eyj. 
dence that a similar plan has ever been followed for either passenger 
or freight service (other than switching charges in switching dis. 
tricts) by railroads or by any form of transportation, other than 
local street railway or rapid transit systems, anywhere in the world. 
As a matter of fact it is not followed in the charges for parcel pogt 
service. In the case of ordinary mail matter, the terminal service 
is, of course, the greatest item of cost. 

In considering the plan, it should be kept in mind: 

(1) That, to be financially successful, a blanket fare such ag jg 
proposed must at least cover the cost of the avearge ride or journey, 

(2) That, in determining such cost, it is necessary to consider, 
not what the average ride is now, but what it will be under the 
proposed plan. 

If the same fare is charged for rides of all lengths (within the 
limits set by the plan) and is designed to cover average costs, in- 
evitably it will fail to cover costs on many of the longer hauls. 1 
make good such deficiencies, there must be a corresponding excess 
above costs on many of the shorter hauls. This makes it necessary 
to consider whether, under present competitive conditions, it will] be 
possible to secure this excessive compensation for the shorter hauls, 

Mr. Hastings realizes the competitive difficulties attendant upon 
these shorter hauls, and for that reason proposes to divorce many 
of them from the general plan. In effect, he would segregate com- 
mutation or suburban or interurban areas and provide for them 
separate postalized fares on a 15-cent or 25-cent or some such basis, 
These short-distance postalized fares might pay their way, but could 
hardly be expected to do much more, particularly in view of the 
,existing bus and private automobile competition. So far as the 
general plan is concerned, therefore, the opportunity to recoup from 
the shorter hauls the loss on the longer hauls would be curtailed 
by the necessity of making subsidiary arrangements to _ prevent 
stoppage or loss in short-distance traffic. The opportunity to recoup 
would not be present until hauls of 50, or perhaps as many as 4%, 
miles were encountered. A fare of $1, moreover, yields only 2 cents 
. for a haul of 50 miles and only 1% cents for a haul of 7% 
miles. 

The belief which Mr. Hastings holds that his plan would be re- 
munerative, so that the need for payments under the government 
guaranty would quickly disappear, seems to be predicated on these 
assumptions: 

1. That the plan would greatly increase the volume of passenger 
travel, and 

2. That this increased volume could be handled without any 
very substantial increase in expense, because of the fact that pas- 
senger trains now normally operate with much unused capacity. 

There is, perhaps, a third assumption to the effect that the aver- 
age length of ride might not increase, and in fact might decrease, 
under the plan. This is based on the alleged fact that as fares 
have decreased in the past and the volume of traffic has increased, 
the average length of ride has become less, whereas it has grown 
with increase in fares and decrease in volume of traffic. There are 
many factors to be considered, however, in connection with such a 
theory, and never in the past has there been any such incentive to 
long-distance travel as would be offered by the proposed plan. 

It will be noted that, in harmony with the second assumption 
set forth above, the plan disregards the matter of expense. The 
proposed government guaranty is based on revenues alone, and if 
they mount to the average of the 1925-35 passenger revenue, the 
subsidy ceases, regardless of what may have happened in the way of 
operating cost. The same idea characterizes the attempt which is 
made in a table on page 22 of the pamphlet to show that the plan 
would be remunerative. 


This table shows that the average number of passengers carried 
(exclusive of commutation traffic) per year for the years 1925-34 
was 288,998,000, and that if this number were increased only 50 per 
cent by the proposed plan, about 433,000,000 passengers would be 
carried. Assuming that 300,000,000 of these were carried at $1, and 
the remainder at $3, the total revenue would be $699,000,000, which is 
$47,000,000 in excess of the average yearly revenue from such pas- 
sengers for the 10 years, that being $652,232,390. However, it will 
be noted from the table that the only year of the ten in which as 
many as 433,000,000 passengers were carried was 1925, when the 
number was 438,961,000, and that the revenues in that year totaled 
$982,093,851, or nearly $300,000,000 more than the assumed revenue 
under the new plan. It also appears, from other available figures, 
that the expense of all passenger service in 1925 was $1,190,000,000, 
as compared with $630,000,000 in 1933, and that passenger-train miles 
were 582,000,000 in 1925 as compared with 380,000,000 in 1933. Further- 
more, from the table itself it appears that while 433,000,000 passengers 
are only 50 per cent in excess of the average carried yearly for the 
ie period, they are 131 per cent in excess of the number carried 
in 1934, 

My Section of Transportation Service advises me that ‘‘figuring 
the maximum average load which experience shows can be expected 
under the most favorable conditions, the average cost per passenger 
in local service would be $3.50 and in limited service about $10.” ! 
do not attach undue importance to these estimates, but I do feel con- 
fident that the volume of railroad passenger travel, exclusive of com- 
mutation service, cannot be increased 131 per cent above the volume 
earried in 1934 without a very material increase in operating eX- 
pense. The theory*that more passengers can be carried without any 
consequential increase in expense has a certain amount of validity, 
but also very decided limitations. Conditions differ widely on var!- 
ous roads and in various parts of the country, and all of these dif- 
ferences must be taken into account. 

Realizing that my study of the plan has largely been a surface 
study, I can only say that I am not persuaded that the results would 
be remunerative or that the necessity for a government subsidy would 
gradually disappear. Moreover, since the plan would be wholly ex- 
perimental for three years, the railroads would be put to the expense 
of accommodating their service and facilities to the increased trave 
without assurance of what they could expect after the three years 
were ended. I doubt that they would be willing to embark upon 
such an experiment voluntarily, particularly with a guaranty based om 
revenues alone. 
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Another factor to be considered is the effect which the plan would 
on the bus lines, unless they were also given the benefit of 


yeu : ‘ 
pn wibsidized arrangement. Mr. Hastings answers this objection 
as follows: : 
” Undoubtedly the postalized rate will affect the bus, but in doing 


so will relegate the bus to its proper economic sphere. Bus opera- 
tion for longer haul passenger transportation is not economically 
sound. The bus should be operated as a feeder to the through pas- 
senger rail transport; not as a competitor and in reorganizing pas- 
senger bus operation, in the service where it properly belongs, the 
pus will be aided and not adversely affected and _ will not be required 
to be brought within the scope of this plan. The economic law of 
competition will furnish the remedy, if the bus persists in functioning 
where it has no proper place.”’ , ; 

In view of the millions invested in long distance bus transporta- 
tion, I do not believe that the operators will be willing to accept 
this theory of their ‘“‘proper economic sphere,”’ and a competitive test 
packed by a government subsidy, without a determined struggle. 

Nevertheless, while I cannot now recommend the adoption of 
Mr. Hastings’ plan, stimulated passenger travel would have such 
good results, not only for the railroads, but for the country, that 
experiments in such stimulation with government aid may well be 
desirable. The Interstate Commerce Commission is now completing 
an investigation of the railroad passenger fare situation which is likely 
to be productive of good, but the Commission has authority only to 
prescribe fares that are just and reasonable and cannot, under its 
present statutory powers, require or promote any experiment which 
calls for financial aid from the government. . 

I have seen a suggestion, from a responsible source, that it would 
be very desirable’ for the government to require the railroads to 
establish a standard fare of 1 cent per mile, at the same time guar- 
anteeing them against loss in comparison with recent passenger earn- 
ings. This would in some respects be similar to Mr. Hastings plan, 
but in other respects would be quite different. I believe that it would 
be well for Congress to direct the Commission to study all such plans 
that may be presented to it and to report at the next session of Con- 
gress its conclusions, together with a draft of any legislation which 
may be necessary to carry its recommendations into effect. In the 
investigation which is now pending the Commission has laid the foun- 
dation for such study, so that it would offer no great difficulties. In 
general I am opposed to government subsidy of private undertakings, 
but the railroad passenger situation is now such and general con- 
ditions are such that a financed experiment in reduced passenger 
fares has much to commend it. Of course, any such study should 
include all forms of passenger transportation as well as the railroads. 


Asked what further he proposed to do about the Hastings 
proposal, Senator Wheeler said that, in view of the suggestion 
by Coordinator Eastman that a study and report might be made 
of the plan, he might offer a resolution requesting the. Commis- 
sion to make such a study. 

Though Coordinator Eastman had declined to make public his 
letter to Senator Wheeler, because he felt that that would not 
be proper, and Senator Wheeler’s office had stated that the 
senator had refused requests that the letter be made public, when 
the senator was asked by The Traffic World for a copy of the 
letter, he said he had no objection to Coordinator Eastman 
making it public, and he so advised the Coordinator, who then 
made it public. 


NEVADA TRAIN LENGTH LAW 


Taking of testimony in the injunction suit brought in the 
United States District Court of Nevada by the Southern Pacific 
against Attorney General Mashburn to restrain him from en- 
forcing the Nevada law enacted in March, this year, which 
limits railroad trains to 70 cars, will begin at Reno August 5. 

Pending final decisions in the case, the Southern Pacific, 
Western Pacific and Union Pacific have temporary injunctions 
granted by a special United States court, consisting of Circuit 
Judge Mathews and District Judges Louderback, of San Fran- 
cisco, and Norcross, of Nevada. The Western Pacific and 
Union Pacific cases will await the outcome of the Southern 
Pacific case. 

Testimony will be taken before M. A. Diskin, former attor- 
ney general of Nevada, sitting as a special master under ap- 
pointment by the three-judge court. He will report his findings 
to that court. 

The railroad’s case will be tried by Southern Pacific Gen- 
eral Attorney Henley C. Booth and Commerce Attorney Burton 
Mason, of San Francisco, and Brown and Belford, of Reno. As- 
sistant Attorney General W. T. Mathews will appear for the 
defense. 

It is understood that extensive preparation has been made 
by both sides and that the hearing will be protracted. Railroad 
and labor circles throughout the United States are greatly in- 
terested in the hearmg. Train limit bills were introduced in 
a number of states this year as well as in preceding state legis- 
lative sessions, but all of them failed of passage except the 
Nevada bill and an identical bill which passed the California 
legislature but was vetoed by Governor Merriam. 


The railroad main points are that the law violates the com- . 


merce clause of the federal constitution by entering a field of 

regulation forbidden to the states by impairing the use of inter- 

State facilities and by interfering with and burdening inter- 

state commerce; furthermore, that it bears no reasonable re- 

lationship to safety of persons or property. The Southern Pacific 

ys the law would increase operating expenses $50,000 
month. 
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The state claims that the federal government has not entered 
this particular field of regulation and that, until it does, it 


is competent for the state to do so; also that the act is a 
proper exercise of the state’s police power in the interest of 
safety of persons and property. 

Among the plaintiff’s witnesses are Dr. Julius H. Parmelee, 
chief of the bureau of economics of the Association of Amer- 
ican Railroads at Washington, D. C.; P. G. Otterback of Chi- 
cago, assistant to the chairman of the Western Railways Com- 
mittee on Public Relations; L. G. Reymiller, of Chicago, assist- 
ant manager of the statistical bureau of the Western Lines; 
E. A. Meyer, of Chicago, manager of the safety and fuel depart- 
ment of the Chicago, Milwaukee & St. Paul; F. D. Beale, of 
Huntington, West Virginia, assistant general superintendent of 
the Chesapeake and Ohio; J. H. Dyer, vice-president in charge 
of operation of the Southern Pacific; E. W. Mason, vice-presi- 
dent and general manager of the Western Pacific; F. W. Knick- 
erbocker, general manager of the Union Pacific; V. S. Andrus, 
manager of the Bureau of Transportation Research of the 
Southern Pacific Company; J. B. Baker, Southern Pacific valua- 
tion engineer; L. J. Masson, assistant general auditor of the 
Southern Pacific; and J. J. Sullivan, special representative of 
the general manager of the Southern Pacific in charge of the 
safety statistics to be used at the hearing. 

A similar case was tried in the United States District Court 
of Arizona involving the Arizona law of 1912 limiting freight 
trains to 70 cars and passenger trains to 14 cars. The case 
was tried before a federal three-judge court. January 1, 1933, 
the attorney general, who was defendant in the case, retired 
from office and, though the three-judge court in April, 1933, 
found the law to be in violation of the commerce clause and 
the fourteenth amendment, its decree was ineffective because 
the Supreme Court of the United States held that the new 
attorney general could not be substituted unless he made 
specific threats to enforce the law. However, the decision of 
the three-judge court still stands as a considered opinion on 
the merits and is considerably relied on by the plaintiff in the 
Nevada case. 

For a number of reasons, chiefly because the new attorney 
general of Arizona refused to commit himself on the question 
of enforcement of the law and because the Arizona railroads 
were unWilling to risk cumulative penalties, no new suit was 
brought in Arizona. 

The Nevada case is in such form that it is believed that 
a final decree can be obtained passing on the power of the 
state to enforce train limit legislation applicable to interstate 
carriers. Over 90 per cent of the railroad traffic in Arizona 
is “bridge traffic,” which passes entirely through the state with- 
out coming to rest. 


RAIL CREDIT CORPORATION 


The Railroad Credit Corporation has made total distributions 
of $25,020,094 or 34 per cent of the fund administered by it, 
according to a report filed with the Commission. Payments in 
cash amounted to $11,285,401 and credits on obligations of the 
carriers to the corporation aggregated $13,734,693. 

E. G. Buckland, the corporation’s president, announced that 
cash receipts for the month of July included $153,477 payments 
in reduction of loans, $38,770 interest, $5,988 dividends on in- 
vestments, and $16 from miscellaneous sources, totaling $198,251. 

Distribution No. 19 was made as of July 31, returning $735,885 
or the equivalent of 1 per cent of the fund. 


GRADE CROSSING ACCIDENTS 


An increase, compared with the preceding year, not only in 
the number of fatalities and in the number of persons injured, 
but also in the number of accidents at highway-railroad grade 
crossings, took place in April this year, according to the safety 
section of the Association of American Railroads. 

Fatalities resulting from highway-railroad grade crossing 
accidents totaled 158 in April, compared with 115 in the same 
month in 1934, or an increase of 43. Persons injured in April 
this year totaled 325, which was an increase of 59 compared 
with April, 1934. Accidents at highway-railroad grade crossings 
totaled 282 in April compared with 263 in the same month last 
year. 

In the first four months of 1935, 522 persons lost their lives 
and 1,587 were injured in highway-railroad grade crossing acci- 
dents, compared with 477 killed and 1,483 injured in the first 
four months of 1934. Reports showed 1,307 grade crossing 
accidents in the first four months of this year, an increase 
of — compared with the number in the corresponding period 
in ' 





CHANGE IN DOCKET 


Argument in No. 27015 and I. and S. No. 3997, assigned for Au- 
gust 2, at Washington, D. C., before division 4, was canceled, 
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THAT A LOCOMOTIVE COULD 
CLIMB SAFELY A 10% GRADIENT 
ON SMOOTH RAILS FIRST WAS 
PROVED IN 1852 WHEN THE 
BALTIMORE & OHIO RAILROAD 
HAULED PASSENGERS FOR SIX 
MONTHS OVER TRACKS OF 
THIS GRADIENT SET UP 
TEMPORARILY TO CROSS 
A TWO-MILE HILL. 


ENGLISH COWHERD, COLLIERY 
ENGINE FIREMAN, ENGINE-WRIGHT 
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A SUCCESSFUL AIR HORSES WITH HIS LOCOMOTIVE ON 
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CHANNEL WAS MADE RAILWAY (1825), AND BUILT THE 
JANUARY 7, 1785 BY TWO FAMOUS 29-MILE-AN-HOUR “ 
BALLOONISTS-- AN AMERICAN “ROCKET” IN 1830. 
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MOTOR CARRIER BILL PASSED 


The Traffic World Washington Bureau 


By a standing vote of 193 to 18, the House August 1 passed 
the Senate Bill, S. 1629, regulating highway transportation, as 
amended by the House committee on interstate and foreign com- 
merce and as further amended by the House. 

A move made by Representative Wadsworth, of New York, 
to have the House reject the Senate bill and substitute therefor 
the Huddleston bill providing for less comprehensive regulation 
than is provided by the Senate bill, failed. On a division, the 
vote on a motion to recommit the bill and direct the committee 
to substitute the Huddleston bill for the Senate bill was 168 
against, 38 for. 

The amendments made by the House chiefly had to do with 
increasing the exemptions from regulation of trucking of agri- 
cultural commodities, As a whole, the bill provides for the 
scheme of regulation as carried in the Senate bill. Regulation 
of state traffic is reserved exclusively to the states. 

“I think this legislation will have a beneficial effect on the 
whole transportation situation, though too much ought not to 
be expected from it,” said Coordinator Eastman when informed 
that the House had passed the bill. “It will be a benefit to the 
railroads and also to the bus and truck industry, but will not 
eliminate competition. The chief benefit, I think, will be in 
stabilizing the transportation industry by preventing demoraliz- 
ing and destructive competition. It ought to lay the foundation for 
the sound development of transportation and better cooperation 
and coordination of the industry. It doesn’t mean, mfecessarily, 
that truck and bus rates will be increased, except where they 
may be below a sound level.” 

Senator Wheele,r chairman of the Senate interstate com- 
merce committee, said he would have to examine the amendments 
made to the Senate bill before he could say he would ask the 
Senate to agree to them. If the Senate does not agree to them on 
such a request, the measure will be sent to conference between 
the two houses for adjustment of the differences. 


The Senate adjourned August 1 until next Monday so that 
further action on the measure will not be taken until next week. 

The bill, as reported to the House by the House committee 
on interstate and foreign commerce, was approved by the House 
with the following amendments, these being in addition to the 
committee amendments that were incorporated in the bill as it 
was reported: 


By Representative Pettingill on behalf of the committee—Page 
9, lines 5 and 6, strike out the words “unprocessed agricultural prod- 
ucts” and insert in lieu thereof “agricultural commodities, not includ- 
ing manufactured products thereof.’’ This part of the bill exempts 
from regulation motor vehicles used exclusively in carrying agricul- 
tural products. Mr. Pettengill said question had arison as to what was 
a “processed agricultural product’’—whether that would include pas- 
teurized milk or ginned cotton. He said it was not the intent of the 
committee that it should include those products. Therefore it was 
proposed that the word ‘‘unprocessed’”’ should be stricken and make 
the exemption exclusive of “manufactured products.” Mr. Pettengill 
agreed that the change would exempt from regulation trucks exclusively 
engaged in carrying cotton in bales and cottonseed from the gin- 
neries to market or public warehouse. He also said milk and cream 
would be included in the exempted products. 

By Representative Bland, of Virginia—Page 9, line 5, after the 
word livestock,”’ insert a comma and the following: ‘Fish, including 
Shellfish.” Mr, Pettengill said the committee accepted the amendment. 
The effect of this amendment is to include fish and shellfish in the 
commodities transported by truck that are exempted from regulation, 
where the trucks carry such commodities exclusively. 

By Representative Jones, of Texas—Page 8, line 3, after the semi- 
colon, insert the following: “or (4a) motor vehicles controlled and op- 
erated by any farmer and used in the transportation of his agricul- 
tural commodities and products thereof, or in the transportation of 
supplies to his farm; or (4b) motor vehicles controlled and operated 
Yy a cooperative association as defined in the agricultural market- 
ing act, approved June 15, 1929, as amended.’’ Mr. Jones said the 
ye of the amendment was to exempt from regulation trucking 
th arm cooperative associations. He said no concern could go into 
a seneral truck business under the exemption. Representative 
aon of Arkansas, opposing the amendment, said it had been consid- 
in rh a ted by the Committee and rejected. He said the exemptions 
pd e bill as reported excluded from regulation farmers who did their 
tose eens and farmers who engaged in casual, occasional or reci- 
tet transportation of passengers or property in interstate com- 
included If the the operations were not interstate, they were not 
the aoe in any case, said he. He said the committee felt that to 
bd a ent the cooperatives were carrying their own property they 
Should be exempt and that they were exempt under the terms of 


the exception as to i 
approved. casual, etc., operations. The Jones amendment was 
y Representative Pettengill—Amendment offered as a substitute 


+ nod amendment offered by Representative Whittington, of Mis- 


to eliminate provision giving Commission authority later to 
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subject motor vehicles carrying agricultural products and newspapers, 
as defined in the bill, to regulation. The Pettengill amendment, 
which was approved, placed the language with respect to trucks car- 
rying agricultural products and newspapers after the word ‘“‘service,”’ 
line 6 of page 8, thus making it precede the words granting authority 
to the Commission to subject exempted operations to regulations later 
if it deemed that necessary. This amendment made absolute the ex- 
emption from regulation of trucks engaged in exclusively carrying 
agricultural products and newspapers. 

By Representative Sadowski on behalf of the committee—On page 
10, line 4, after the period add: “In the event that such requirements 
are established, the term ‘motor carrier’ shall be construed to include 
private carriers of property by motor vehicle in the administration 
of sections 204 (d) and (e); 205, 220, 221, 222 (a) (b) (d) (f) and (g) 
and 224.” This is an addition to the provision authorizing the Com- 
mission to establish for private carriers of property reasonable re- 
quirements to promote safety of operation. 

By Representative Truax, of Ohio—Amendment substituting date 
of July 1, 1935, for June 1, 1935, in section 209, under which contract 
carriers in operation on July 1 may obtain permits without proof as 
required otherwise. 

By Representative Pettengill on behalf of the committee—Amend- 
ments of section 205 (e) to effect clarifying change in phraseology. 

Also amendment page 38, line 12, inserting after ‘‘act’’ the words, 
‘including penalties applicable in cases of violations thereof.’’ This 
relates to violation of section 20a (2 to 11, inclusive), governing 
issuance of securities. 

Also amendment page 47, line 20, insert ‘‘and/or water’ after 
word “express.’’ This relates to tariffs and was inserted to include 
points on water routes. 

Also amendment changing in the last section of the bill, Section 
227, the date of January 1 to April 1, 1936. The effect of this change 
is to permit the Commission to postpone the taking effect of the 
act after October 1, 1935, the effective date of the act, but not beyond 
April 1, 1936. 

An amendment offered by Representative Monoghan, of Mon- 
tana, providing for an eight-hour day for truck drivers, was rejected. 
The argument was made against the amendment that the Commission 
should have discretion, as provided in the bill, with respect to fixing 
the maximum hours of service. 


Various members in attacking the bill, generally, said if it 
became law, rates would be increased. They charged that that 
was the purpose of the measure. Opponents of the bill reflected 
the opposition that had been stimulated by farm organizations 
which charged that the regulation proposed by the bill would 
increase rates and interfere with the development of highway 
transportation. 


Fred Brenckman, Washington representative of the National 
Grange, has protested to Chairman Rayburn, of the House com- 
mittee on interstate and foreign commerce, against what he 
says is an “erroneous statement” in the subcommittee report 
recommending passage of the highway carrier regulation bill, 
S. 1629, as amended by the subcommittee. (See Traffic World, 
July 27, p. 157.) 


The statement challenged is that the bill in its present form 
has the support of “the majority of shippers and many other 
national organizations.” 


“The testimony before the House and Senate committees 
shows conclusively that the bill is objectionable to substan- 
tially all of the shipping groups represented at the hearings on 
the bill,’ said Mr. Brenckman. “Speaking for the National 
Grange, I wish to state positively and definitely that the amend- 
ments purporting to exempt from the operation of the bill trucks 
which are used exclusively in hauling agricultural products do 
not change the attitude of the National Grange toward this pro- 
posed legislation. Neither have these amendments withdrawn 
the opposition of the other agricultural groups, according to 
my information. In the hearings on the bill the only organiza- 
tion which I would call a ‘shipper group’ that supported the 
measure was one composed largely of commission merchants 
who sought to stop the operations of the itinerant peddler.” 

Mr. Brenckman named a number of farm organizations and 
the National Industrial Traffic League as being opposed to the 
bill in its present form as shown by objections made at the 
hearings. He said regulation of busses was not opposed. His 
letter was sent to all members of Congress. 

in a bulletin to members, the National Industrial Traffic 
League has set forth comment of the highway carrier legislation 
by L. F. Orr, chairman of the League’s committee on highway 
transportation. As passed by the Senate, said Mr. Orr, S. 1629 
“does not afford the protection to the shipping interests which 
the League felt was necessary and so recorded itself at its 
November and April meetings.” Changes desired by the League 
were not made by the House committee. 

The House committee on rules, July 30, granted a rule pro- 
viding for consideration of the bill in the House. The rule pro- 
vided for one hour of debate on the rule and for two hours 
of general debate. 
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MOTOR VEHICLES AND FEES 


Nearly 25,000,000 motor vehicles were registered in 1934, 
while total state receipts from imposition of registration and 
other fees, including special taxes paid by motor carriers and 
fines and penalties, in that year amounted to $312,929,000, accord- 
ing to compilations made by the United States Bureau of Public 
Roads. 

The actual registrations, according to reports from the 
states, of motor vehicles totaled $24,933,403, an increase of $1,- 
089,812, or 4.6 per cent, as compared with the registration for 
the preceding year. 

Of the total, 21,524,068 were classified as passenger motor 
vehicles and 3,409,335 as freight motor vehicles. 

Total receipts from registration and other fees, except 
$8,001,000 of special taxes paid by motor carriers, amounted to 
$304,928,000. 

Fines and penalties included in the grand total of $312,929,000 
amounted to $1,687,000. 

Based on information from only part of the states, the com- 
pilation showed that passenger motor vehicles paid fees of 
$182,053,000 while freight motor vehicles paid fees of $70,273,000. 
These figures, of course, are only indicators of the status of the 
passenger and freight vehicles as contributors to the “fee” funds 
of the states, as a complete separation could not be made with 
the data available. 


TRUCKERS’ CONVENTION 


The American Trucking Associations, Inc., has announced 
that its second annual convention will be held at Chicago, IIL, 
October 14 and 15. 


SALESMANSHIP OF RAILROAD SERVICE 


Editor The Traffic World: 

There has been some publicity with respect to a series of 
suggestions soon to be issued by the Federal Coordinator of 
Transportation having to do with traffic solicitation and adver- 
tising. It is suggested that the advertising appropriations by 
the railroads for displaying the merits of freight service is in- 
sufficient. I have long agreed with this, believing that good 
freight service is as worthy of advertising as good passenger 
service. If there is a natural tendency for freight to follow 
a passenger well satisfied and who is a shipper it is axiomatic 
that the shipper, as a passenger, will follow “well satisfied’”’ 
freight, and a potential sequence is that one will continue to 
follow the other. There is some good railroad overnight freight 
service which ought to be advertised in public print much 
more than it is. 

I do not, however, agree with one suggestion in the forth- 
coming report. An invidious comparison is made as between 
the “composite traffic officer 54 years old” and “traffic depart- 
ment stenographers” with “one more year of educational back- 
ground, on the average, than their executives,” etc. It is stated 
that the education of the traffic executive stopped short of the 
tenth grade and, generally, the inference to be drawn is that 
the non-college officers are intellectually inferior. 

My own practical experience in railroading in the various 
departments, including traffic and executive, impels me _ to 
say that the gentlemen who prepared the report are wrong in 
their conclusions. 


Many of the most able executives developed in the progress 
of this country were not college graduates, many not having 
gone to high school. Many of the most able executives were 
college graduates. In the ranks of both elements there have 
been brilliant men. It is not altogether a question as to the 
extent of the individual’s education actually in the school or 
the college; his status as an individual and executive depends 
much on the quality of material deposited inside of his skull 
before he was born. An institutional education may be a bless- 
ing to the individual or it may spoil him. All of this depends 
on his inherent character and whether or not he has creative 
initiative and imagination, personality, resourcefulness, tolerant 
good sense, and, in respect of his employment or responsibilities, 
the willingness to apply himself to educational values pertain- 
ing to the occupation. “Personality.” What does it mean? It 
does not mean that the physical Adonis has outstanding per- 
sonality. The Adonis may be so dumb that he actually does 
not know the difference between the fundamental elements of 
straight up and straight across. 


But let us get out of the field of speculation and back to 
established facts: The late Julius Kruttschnitt, chairman, execu- 
tive committee, Southern Pacific Lines, was a railroad man— 
the genuine breed, not a pseudo-expert. He was a technical 
engineer, having studied under General Robert E. Lee in the 
days when the latter was master of Washington and Lee Uni- 
versity. If Mr. Kruttschnitt had not “specialized” as a con- 
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struction and maintenance engineer, he would, nevertheless 
have become a noted personage in railroading or any other occy. 
pation, for he had the personal goods. If our Washington friends 
will obtain a copy of Mechanical Engineering, No. 5, Vol. 47, 
May, 1925, and turn to pages 313 to 319, they will find a report 
of an address made by Mr. Kruttschnitt before a joint meeting 
of the American Society of Civil Engineers and other engineer. 
ing societies which is a lucid exposition of the executive anq 
official conduct of the railroad, relating to its various depart. 
mental activities. 


Mr. Kruttschnitt stated that an examination of the persona] 
records of the chairmen and presidents of the railroads of the 
United States showed that, in 1922, out of thirty-two chairmen, 
eleven, or 34 per cent, had risen from the engineering depart. 
ment, and out of 171 president, thirty-three or 19 per cent, 
had risen from the ranks of engineers. Of course, they were 
college men who had “specialized” in some one department of 
engineering. After emphasizing the importance of scholastic 
training, Mr. Kruttschnitt said this: 


We must studiously avoid withering the aspirations and stifling 
the ambition of the large numbers of men in railroad and industrial 
service who have not,had the benefit of college preparation. These 
men outnumber vastly the high school and college men, and to their 
credit be it said that the 66 per cent of the chairmen and 81 per cent 
of presidents remaining after taking account of those that have risen 
from the ranks of engineers have been drawn largely from the men 
who have had none of the benefits of higher education. 

Without mentioning them, the names of a number of the ablest 
and most distinguished railroad chairmen and presidents in _ the 
United States who have, by sheer ability and pluck, risen from lowly 
ranks and have actually built their own careers and builded admirably 
well, suggest themselves. 

Sympathetic guidance of both the college men and the non-col- 
lege men presupposes a careful evaluation of the work of all employes 
and assurance to them that talent and effective work will be known 
to, and appreciated by, the management. 


Mr. Kruttschnitt’s factual data were taken from findings 
of facts and conclusions of the National Industrial Conference 
Board, published in 1923. 


There are now two practical suggestions to be made re- 
garding the conduct of traffic solicitation. The first, however, 
is applicable to all departments of the railroad profession: 

(1) There should be a disposition on the part of all in 
service, whether executive, officer, or employe, to “study” not 
only their own railroad but the railroad industry of the United 
States generally. A self evident lack among railroad men is 
their apparent indifference to the desirability of acquiring edu- 
cational knowledge about the railroads they serve. A railroad 
man can be a “professional” in railroading just as the skilled 
man in any occupation or art is a professional. He should 
become familiar with the corporate and construction history 
of his railroad; its development and its present and potential 
possibilities in the business of serving the public. He should 
wish, and should be encouraged by the management, to travel 
sufficiently over the main lines and principal branches to enable 
him personally to know the virtues of the transport service he 
and his fellow employes are directly or indirectly expected to 
sell. The switchman or car inspector can sell indirectly and 
sometimes directly his railroad’s service just as surely as can 
the traffic department man—by faithful duty, by reading in spare 
hours, by acquirement of pertinent facts relating to the railroad 
and its relations with the public, by propriety of conduct with 
the public, and by personal solicitation of patronage, passenger 
or freight, when possible from time to time. The right kind of 
disposition on the part of any officer or employe will develop 
not only prestige for his railroad but, in sequence, also for him- 
self. Going back 100 years and coming forward to the present, 
there are many interesting and worthy elements in the physical 
and economic history of railroads to make such reading and 
study interesting. 

(2) A glaring defect in the sales of railroad service is: 
“blind” selling. A great many of the passenger and freight 
solicitors do not personally know their own railroad. They 
are undertaking to sell something about which they have read 
or heard, though, in many instances, they never saw it. This is 
particularly true of the “off line” traffic man. He may be a 
good fellow, intelligent, and physically active in solicitation, 
but he is handicapped by the fact that he never traveled over 
or made a first hand study of the railroad he represents. He 
comes into the service, perhaps, from some other railroad in 
his territorial district or from a commercial organization. His 
entry into the service, quite possibly, was through the avenues 
of personal friendships or the evolution of circumstances. 

For instance, an “off line” man located in New York repre 
senting the British Columbia and Mexican Railway may not 
be familiar enough with the Pacific coast to tell a prospective 
passenger whether the Ferry Building in San Francisco is at 
the foot of Market Street or adjacent to the Presidio. He may 
not be able to tell the prospective freight shipper whether the 
logging, lumber, and shingle mills of Washington and Oregon 





nal 


en, 
art- 
nt, 
ere 

of 
stic 


ing 
rial 
ese 
eir 
ent 
sen 
len 


est 
the 
wly 
bly 
‘ol- 
yes 
wn 


igs 
ce 


re- 
er, 


p 


t, 
al 
d 











August 3, 1935 





are east or west of the Cascades. Is the San Joaquin Valley 
of California as important agriculturally and industrially as 
the Sacramento Valley? He does not know. Why? Because 
he never made a trip over his railroad or made a sufficiently 
professional study to enable him to talk learnedly about it. 
Suppose he were selling motor cars or frigid air equipment and 
was obliged to tell the prospective patron that he had not seen 
the product? 


The same may be said of the traffic solicitor located in 
Portland or Los Angeles who represents the Great Lakes and 
West Indies Railway. Ask him where great steel industries are 
located south of Chicago. He does not know they are in Bir- 
mingham. He has not been there. 


Is the Illinois Central depot in Chicago. on the lake front 
or west of the Chicago River? He is not quite sure, for he 
has not been east of Denver. He wants to go sometime as 
soon as he can get around to it or sometime when the weather 
in the east is not too hot. There may be any one of a multitude 
of reasons—some reasonable, others not—as to why the traffic 
solicitor and the window ticket seller do not know, by personal 
contact, the service they are trying to sell. The man at the 
window in Philadelphia has never been beyond Chicago. The 
man at the window in Chicago has never been beyond Omaha 
on the west or Toledo east. 

The solution is this: The executives and traffic officers 
should encourage in every possible way a disposition on the 
part of traffic men, both off-line and on the line, to learn, by 
actual travel in vacation or other available time, every possible 
item of educational value that may be reasonably obtainable 
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by personal travel over the main lines and principal branch 
lines. They should know their railroads; the character of coun- 
try and industries they serve, location of depots and their re- 
lation with the location of principal places of interest; converse 
with the conductors and local officials and employes as they 
are met with; don’t be mentally lazy; some traffic men are. 
Of course, if a man is mentally lazy he, also, is generally 
physically lazy. 

Educational trips should not only be encouraged by the 
management policy but should be urged. Transportation for 
these educational purposes should be readily available. If the 
representative is known to be ambitious and takes a profes- 
sional interest in his railroad, it may be a good investment for 
the railroad to provide a reasonable expense account for occa- 
sional trips, with a requirement that a written report be made 
on return. 

Considering the railroad personnel as a whole, the manage- 
ments should make every effort to encourage and facilitate edu- 
cational growth in the intellectual life of all departments, Lec- 
tures by transportation men of prominence; platform oral ac- 
counts of trips extensively made by fellow officials or employes 
on their return; library centers where a considerable number 
of employes are located, such as railroad office buildings; cir- 
culating manuscripts and data of pertinent value to the depart- 
mental employe, and other endeavors could be undertaken 
toward the educational advancement of traffic department men 
and all others on the railroad whose business it is (or should 
be) to sell directly or indirectly ‘transport service” to the 
traveling and shipping public. 


New York, N. Y., July 18, 1935. Edwin Swergal. 





Air Transportation 





AIR CARRIER LEGISLATION 


The Trafic World Washington Bureau 


The subcommitte of the Senate interstate commerce com- 
mittee assigned to hold hearings on Senator McCarran’s air 
carrier regulation bill, S. 3027, began its task July 29. The 
committee is composed to Senator Donahey, of Ohio, chairman; 
Senator Bone, of Washington; Senator Truman, of Missouri; 
Senator Metcalf, of Rhode Island, and Senator Hastings, of 
Delaware. 

No witnesses were heard the opening day but a letter from 
Commissioner McManamy, chairman of the Commission’s com- 
mittee on legislation, was submitted for the record. 

Senator McCarran has introduced several revisions of S. 
3027, the last one having been put in at his request by Senator 
Reynolds, July 10. That is the measure on which the hearing 
is being held. 

Commissioner McManamy, in general, said that the bill 
would promote the orderly and safe development of air trans- 
portation with due regard for the interests of the government, 
the public and the operators. In his letter referring to the 
latest “edition” of the McCarran bill, which he termed the 
amendment, Commissioner McManamy said: 


_. The amendment follows the form of similar amendents to the 
interstate commerce act carried in pending bills (S. 1629 and S. 
1632) to provide for regulation of highway and waterway trans- 
portation, and, in detail, follows very closely the provisions of those 
bills, Like them, it is similar in scope to existing law for the 
regulation of railroads, the Commission being vested with full juris- 
diction over the services and charges of air transport carriers and 
airport operators engaging in interstate or foreign commerce. 
Domestic air transport had its origin in a desire of the federal 
government to create a superior means of handling the mails and 
the development of the service is the direct outgrowth of pioneering 
efforts on the part of the government itself in originating night 
flying and ground aids to navigation, which made possible the first 
‘ranscontinental air mail route in this country. 
a When the government had accomplished its original purpose of 
emonstrating the practicability of commercial flying, if turned over 
the air mail transportation to private contractors. As a further 
— of perfecting the servce, the government later encouraged 
9g contractors to provide passenger and express transportation 
— the expectation that eventually the cost to the government of 
dajsborting the mails could be reduced to a nominal figure. Inci- 
Sealy, it was thought the establishment of a network of air lines 
Staffed with experienced personnel would serve as an adjunct to 
national defense, 
vane naer this policy, the services of these contractors have grad- 
pom. expanded, until now they have, in fact, acquired the status of 
—s rather than primarily that of mere contractors for air 
tariff They now transport passengers and express under published 
+ ean cg have entered into interline agreements both between 
be? ves and with other forms of transport, have established con- 
— ticket offices, and, in one instance’, three railroads are 


Sian Route No. 27, in New England—Boston & Maine Railroad, Maine 
ral Railroad Company, and Central Vermont Railway. 








actively participating in the development of air transportation serv- 
ice for passengers and express. 

Today, practically all domestic transport service is rendered by 
mail contractors. The extent and phenomenal growth of the entire 
air carrier service of the United States is indicated by the following 


table: 

May, 1935 May, 1934 
PRSUOMEITE GHETIOE 2cccccccccctcasevrvecce 64,967 37,981 
Passenger miles flown ......ccccccscccere 27,072,876 15,041,121 
Express carried (pounds) .....+-.-...s+00- 258,924 156,702 
Express pounds miles flown ........+...+ 153,548,842 t 
BERT CRETION CPOUREE) .cccccccccssccccccesees 1,071,341* tT 
Mail pound miles flown ......... eae 676,529,626* tT 


+Figures not available. 

*Does not include figures for Route No. 20, not yet reported. 

The growing importance of passenger revenues to the air mail 
contractors is apparent from the table attached hereto. 

Although there has been a transition in the nature of the services 
rendered by air carriers, their services are still controlled by contract. 
The air mail act of 1934 provides some degree of regulatory control 
over the services and charges, not only for mail, but indirectly 
to some extent over passenger and express traffic as well. There is 
thus the anomaly of carrier services being performed, and regulated 
to a certain extent, under contract. The pending amendments to 
the air mail act of 1934 would amplify somewhat the present form 
of regulation, but would not change the method under which the 
service is being conducted, and would perpetuate the contract basis 
of mail payments. 


Importance of Mail 


There is no doubt that mail compensation still has an important 
bearing upon air transportation in this country, and that never- 
theless many of the carriers are still operating at deficits. Neither 
of these facts, of course, alters their status as carriers, but the 
fact that their operations are authorized and conducted largely— 
in some cases, entirely—with reference to the mail service, precludes 
full application of the principles usually attending regulation of 
carrier services. At present the service is regulated solely with 
regard to the dispatch of the mail, rather than the public con- 
venience and necessity. Termini of, intermediate stops on, and the 
frequency of schedules over the routes are decided largely with ref- 
erence to the desire for mail service, and not with relation to nat- 
ural traffic flows. Mail loads bear no relation to passenger or ex- 
press loads, notwithstanding the inflexible limits of the maximum 
load capacity of airplanes, with the result that in some instances 
there is serious interference with the development of passenger 
and express business. The present method of conducting the serv- 
ice makes difficult the task of administering what little regulation 
thereof as a carrier is provided in the present law. The situation 
cannot be otherwise so long as mail transportation constitutes the 
predominating and controlling motive and influence of the service. 

Considering the large sums of money and extensive time and 
effort which the government has already contributed to the de- 
velopment and safe operation of air transportation, together with 
the encouragement it has given private enterprise to enter the field 
of carrier service by air, it would seem logical that if further de- 
velopment of the service is desired, such development should be 
carried forward under such regulation as it would eventually re- 
ceive and which at the same time would give adequate consideration 
to all phases of the business, instead of exclusively to one, Develop- 
ment in this manner would be more orderly and more in harmony 
with that of other forms of transportation. 


Outline of Bill 


Assuming that it is the intention to give recognition to the 
carrier status of the air transport industry, the amendment seems 
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well designed and suited to meet its objectives, except that minor 
corrections should be made in sections 405 (a), 405 (m), 410 (e), 411 (g) 
and 417. These are pointed out specifically in the following resumé 
of the amendment: 

Section 402 contains the declaration of policy and the delegation 
of jurisdiction vesting the Commission with regulatory powers over 
transportation of passengers and property by air in interstate or 
foreign commerce. 

Section 403 defines the terms used throughout the bill and pro- 
vides for a public right of freedom of interstate or foreign air navi- 
gation in the navigable air space. 

Section 404 states the general duties and powers of the Com- 
mission, and provides for general supervision and study of the in- 
dustry by the Commission so that development of air transportation 
will proceed along safe, efficient and economical lines. 

Section 405 prohibits air carriers and airport operators from 
engaging in interstate or foreign transportation or service connected 
therewith without a certificate of public convenience and necessity 
which the Commission is authorized to issue in accordance with the 
procedure prescribed in the section. Present operations are author- 
ized to be continued until the Commission passes upon the applica- 
tion for a certificate. The Commission is authorized in issuing such 
certificate to specify the service to be rendered thereunder and to 
prescribed terms, conditions and limitations which may be changed 
from time to time. No certificate shall be issued unless the applicant 
undertakes to provide for the handling of the mail, and, as is pro- 
vided by the air mail act of 1934, does not engage in the manufac- 
ture or sale of aircraft or engines or other aeronautical supplies, or 
does not pay compensation to any officer, director or employe more 
than $17,500 per annum; and, if the applicant be a carrier, that it 
will not land or take off except in an emergency at an airport op- 
erated by an airport operator which does not have a certificate. 

The last proviso of paragraph (a) p. 10, lines 12-15, purports 
to exempt intrastate operations from the scope of the bill. As now 
drafted, it may result in unintentionally exempting interstate or 
foreign operations when performed in part by a carrier or airport 
operator ‘‘engaged in operation solely within any state.’’ To re- 
move any doubt there may be, it is suggested that the provision 
should be made to read: 

“And provided further, that this paragraph shall not be so con- 
strued as to require any air carrier or airport operator to obtain 
such certificate from the Commission to engage in transportation, or 
any service connected therewith, which is not subject to the pro- 
visions of this part. * 

In paragraph (m) p. 16, line 7, the word ‘‘persons’’ should be 
changed to ‘‘person.” 

Section 406 provides for a valuation of the property of air car- 
riers. 

Section 407 requires the filing of periodical and special reports 
and authorizes the Commission to prescribe the forms of accounts, 
records, and memoranda, including rules relating to depreciation 
charges. The Commission is given full access to these records, and 
to correspondence files. 


Section 408 makes it the duty of air carriers and airport op- 
erators to furnish the required service and to establish reasonable 
charges, regulations, and practices therefor without unjust discrimina- 
tion or undue prejudice. 

Section 409 requires the filing and posting of tariffs and makes it 
unlawful to depart from the provisions thereof or to engage in service 
without having tariffs in effect, except that a limited amount of free 
or reduced rate transportation, patterned largely after section 1 (7) 
and 22 (1) of the interstate commerce act, is permitted. Simultaneous 
filing of divisions of joint rates is also required. 7 


Rates and Charges 


Section 410 authorizes the filing of complaints with the Commis- 
sion against rates, regulations, and practices, and empowers the 
Commission either upon such complaint or in an _ investigation 
upon its own initiative to prescribe the lawful rate, regulation, or 
practice for the future. Like provision is made for divisions of joint 
rates. Suspension by the Commission of proposed tariffs is author- 
ized. In_ prescribing just and reasonable rates, the Commission is 
precluded from giving consideration to ‘‘good will,’’ but shall take 
into consideration the need of adequate and efficient transportation 
service at the lowest cost consistent therewith and of revenues suf- 
ficient to provide such service under honest, economical, and efficient 
management. 

The Commission is empowered and directed to fix, and the post- 
master general is directed to pay, fair and reasonable rates of com- 
pensation for the transportation of air mail upon the basis of pound 
mile, weight, space, or any combination thereof, or otherwise. Cer- 
tain factors to be considered by the Commission in fixing such rates 
are specified, and the Commission is vested with all the powers usually 
pertaining to its determination of reasonable rates for other forms 
of transport and services. The postmaster general is authorized to 
take the weights of mail on air-mail routes and to make other com- 
putations for statistical and administrative purposes. Pending ac- 
tion by the Commission under these provisions, the postmaster gen- 
eral is directed to pay to air carriers either the rates heretofore 
fixed by the Commission or, where no such rates are applicable, the 
rates provided -by the contract between the postmaster general and 
the air carriers under which the service is now being performed, 
except that the postmaster general may negotiate for the reduction 
of any contract rate so paid. The Commission is directed to give 
precedence to the determination of fair and reasonable rates for 
the transportation of air mail where the postmaster general con- 
tinues payment under the former contract rate. These provisions 
are based upon the air mail act of 1934 and the railway mail pay 
act of July 28, 1916. 

. ma paragraph (e) p. 28, line 19, the word “‘of’”’ should be changed 
Oo ry y. ’ 

Section 411 gives to the Commission similar powers respecting 
consolidation, merger, and acquisition of control as are found in the 
interstate commerce act relating to railroads, and as are proposed 
in the bills providing regulation for motor and water carriers. In 
addition, the prohibitions of section 7 of the air mail act of 1934 against 
the jinter-relation .of persons manufacturing or selling aircraft, 
engines, or aeronautical supplies and those engaged in transportation 
services is preserved, and a provision practically the same as that 
of section 20a (12) of the interstate commerce act relating to inter- 
locking directorates is incorporated. 

In paragraph (g) p. 38, line 18, the word ‘‘operations’’ should be 
changed to ‘‘operators.”’ 

Section 412 makes the issuance of securities and assumption of 
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obligations by air carriers and airport operators subject to the pro. 
visions of section 20a of the interstate commerce act. 

Section 413 requires air carriers and airport operators to desig. 
nate an agent in Washington for the service of the Commission’s 
orders and provide for the effective date and period of such orders 

Section 414 makes applicable the provisions of the interstate 
commerce act relating to the general investigating power of the 
Commission, to the printing and publication of its reports, to re- 
hearings, to the prescription of rules of practice and assignment 
of work, to the public nature of the tariffs, reports, etc., filed with 
the Commission by the air carriers and the airport operators, and 
together with the compulsory testimony act, the immunity of wit: 
nesses’ acts, and the urgent deficiency appropriations act of Octo. 
ber 22, 1913, to proceedings in court looking to review or enforcement 
of orders of the Commission. 

Section 415 provides the criminal penalties for violations of this 
part, including the granting or soliciting of rebates, and of the 
Commission’s orders. Failure to file reports or falsification or de- 
struction of records, or the giving of information concerning the 
business of an air carrier or airport operator or a shipper are made 
punishable. 

Section 416 authorizes the Commission to establish a Bureay 
of Air Transport through which it shall execute and administer 
the provisions relating to air transportation, and to employ the 
necessary personnel therefor, including a provision similar to that 
of section 16 (11) of the interstate commerce act for employment on 
a professional basis and outside of the laws and regulations applicable 
to civil service employes such qualified aviation experts or engineers 
as it finds necessary for proper administration. No member or ex- 
aminer of the Commission shall have any pecuniary interest in air 
carriers or airport operators. 

Section 417 repeals the prior acts for the establishment of mai] 
service and fixation and payment of rates of compensation therefor, 
but authorizes and directs the postmaster general to continue: trans- 
portation of mail over the prior contract routes until such time as 
the Commission issues certificates of convenience and _ necessity, 
and to continue arrangements for transportation of mail of other 
countries or of United States mail by foreign carriers operating in 
foreign countries. 

On page 47, lines 13-15, the words “in foreign countries for 
transportation by their service’ are duplicated and appropriate cor- 
rection should be made. 

Sections 418 and 419 are the usual separability and effective 
date provisions. 

Subject to the above corrections it is believed that the amended 
bill will promote the orderly and safe development of air transporta- 
tion with due regard for the interests of the government, the public, 
and the operators. 


Table showing passenger traffic statistics for air mail contractors: 
é Passenger 
Passengers Carried Miles Flown 

Passenger Non- Non- 


Revenues Reveriue revenue Revenue revenue 

November, 1934 ...$ 858,070 33,584 4,821 15,068,877 1,997,636 
December, 1934 .. 780,824 28,057 4,961 13,295,568 2,346,848 
January, 1935 ...... 618,796 23,929 4,403 11,256,988 2,012,196 
February, 1935 ... 852,942 29,764 3,719 14,312,301 1,745,651 
March, 1935 ........ 1,287,132 45,851 5,000 22,499,766 72,300,627 
SET, BECO soccces 1,380,480 51,589 5,476 24,218,252 2,491,967 
THEE, SOOO vccccsies 1,409,401 53,629 6,088 ‘ 24,317,837 2,736,245 
MOE -ateebecaeen $7,187,645 266,403 34,768 124,969,589 15,631,170 


Does not include non-revenue passenger miles for Route No. 20. 
*Does not include figures for Route No. 20, not yet reported. 


Regulation by the Commission of air transportation was 
urged at the subcommittee’s hearing July 30 by representatives 
of the air pilots and of air carriers. 


Both the employers and the employes seemed to feel, from 
the testimony given, that control of the industry should be 
centered in the Commission rather than in the Post Office De- 
partment or the Department of Commerce. 


One of the points made was that with change of adminis- 
trations policies of the Cabinet departments changed but that 
with control vested in the Commission there would not be such 
changes, and, in effect, the industry would know where it stood 
with respect to governmental requirements. 


Senator McCarran submitted for the record President Roose- 
velt’s message of January 31, 1935 (see Traffic World, Feb. 2, 
p. 209), on aviation, in which the President recommended regu- 
lation of the air industry by the Commission preliminary to 
creation of a permanent consolidated agency to deal with 
transportation as a whole. 


Senator McCarran said his individual opinion was that it 
would be better to have an independent agency to regulate 
air transportation, but that since the President took the other 
view he thought it best to try that idea out. He said the Dill 
had been drafted with the idea of upbuilding the air transport 
industry so that it would be second to none in the world. 

Edward Hamilton, speaking for the Air Line Pilots’ Asso- 
ciation, which is affiliated with the American Federation of 
Labor, accompanied by David L. Behncke, president of the pilots’ 
association, said his organization favored regulation by the 
Commission. He supported the bill in general but asked for 
an amendment to protect the pilots with respect to wages and 
working conditions as fixed by the National Labor Board. 

Mr. Hamilton said the bill was vague with respect to safety 
regulations. He said the pilots favored control of safety regu 
lations being placed in the Commission. There was regulation 
of that nature now in the Department of Commerce but he 
believed it should be transferred to the Commission. Inspec 
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tors, technicians and others of the Commerce Department air 
staff should be transferred to the Commission’s staff, said he. 

Senator McCarran said he had not intended to remove from 

the Department of Commerce its present duties with respect: to 
air transport but that his bill merely augmented this regulation 
by giving the Commission additional power. 
“ Mr. Hamilton then said he believed the safety regulation 
work should be removed from the executive department to the 
Commission and emphasized his point by stating that the Com- 
mission regulated the railroads with respect to safety. 

Senator Truman, of Missouri, asked whether responsibility 
as to safety regulation should not be in one place. Senator 
McCarran said it was provided in his bill that the Commission 
might approve or disapprove in whole or in part any regulation 
of another department relating to the subject under discussion. 

Mr. Hamilton said that with the change in administrations 
—Hoover to Roosevelt—there was set up a different kind of 
regulation than existed before. He said the Secretary of Com- 
merce could change regulations “by whim,” and the way was 
opened to vicious lobbying and confusion. 

Edward V. Rickenbacker, general manager of Eastern Air 
Lines, supporting the bill, said the principles of the measure 
were sound. He believed a definite effort had been made toward 
development of a constructive program. There were a few 
objections to the bill, said he. One related to subdivision (3) 
of section 405 forbidding air carriers or airport operators to 
engage in the manufacture or sale of aircraft or engines or parts 
thereof, or Other materials or accessories generally used by 
air carriers or airport operators. Mr. Rickenbacker said this 
would eliminate 95 per cent of commercial operators who en- 
gaged in transactions now that would be barred under the 
bill. Senator McCarran asked that an amendment be submitted 
to cover the situation in question and said he welcomed amend- 
ments that would carry out the spirit of the bill. Another point 
made by the witness was that existing air lines, at the time of 
passage of the act, should have a prima facie right to certificates 
to operate. * 

Enactment of a bill along the lines of the McCarran meas- 
ure, said Mr. Rickenbacker, would benefit the industry. 

Asked by Chairman Donahey whether he thought there was 
need for regulation at this time, the witness said he did. With 
all due respect to the Post Office Department and the Depart- 
ment of Commerce, said he, the existing division of authority 
over aviation was an unfortunate thing and subjected the in- 
dustry to untold worry and expense. Vesting regulatory control 
of the industry in the Commission, said he, would be of great 
benefit. He thought the Commission should have control of mail 
rates but doubted that it should also have the power to fix 
passenger rates. 

Jack Frye, of the Transcontinental and Western Air Com- 
pany, said that, generally speaking, he was “very much in favor 
of the bill.’ He believed it to be a sound and constructive 
measure. He obtained permission to submit later a written 
statement on the bill. He felt that whatever power the Com- 
mission would have over rates, there should be provision made 
that the air rates should not be “tied” to rates of other trans- 
port agencies. 

Additional witnesses who appeared in support of the bill, sub- 
ject to amendments, included Carleton Putnam, president of the 
Chicago and Southern Air Lines; William I. Denning, for the 
Braniff, Varney and Hanford Air Lines; L. R. Inwood, for non- 
scheduled operators, who asked exemption of such operators 
from regulation as well as exclusion of airports; Karl H. Mueller, 
for the Bowen Air Lines; and J. B. Brophy, counsel for the 
T. W. A. and Eastern Air Lines; C. Bedell Monfo, president of 
Pennsylvania Airlines and Transport Co.; Paul A. Wright, 
United Air Line Transportation Corporation; C. C. Thompson, 
also with United Air Lines; and C. R. Smith, president of Amer- 
ican Airlines, Inc. 


Eugene L. Vidal, director of air commerce of the Depart- 
ment of Commerce, said he believed the proposal to vest certain 
control of aviation in the Commission was a step in the right 
direction. There were some suggestions that would be submitted 
later in writing, said he. 

In his comment on the bill which he believed was more 
important than either the companion highway and waterway 
bills, Mr. Brophy objected to the limitation of $17,500 on salaries 
of officials of air carriers. He said the other transportation bills 
contained no such limitation. He also thought there should be 
a specific direction to the Commission that in making air line 
Tates it should not make them with relation to rates of other 
kinds of transport carriers. 

Mr. Wright expressed the view that the bill could not be 
Properly perfected until factual information resulting from an 
audit of the books of all air carriers had been obtained. 

Mr. Mueller wanted it made certain that air carriers existing 
at the time the act became a law would be treated equally as to 
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automatic granting of certificates to operate, regardless of 
whether they were air mail contractors or not. Senator McCarran 
indicated that such treatment was intended by him. 

Carl Doran, world war aviator and later engaged in the air 
transport business, now assisting the special Senate committee 
investigating air line accidents, among other things, suggested 
that if the Commission were to regulate air lines, a member 
conversant with air transportation should be appointed, 

A communication on the bill from Coordinator Eastman was 
submitted. 

“TI am of the opinion,” said he, “that commercial air transport 
has reached a stage where effective regulation is necessary and 
that, with certain changes suggested herein, the bill will pro- 
vide a type of regulation which is practicable of administration 
and desirable in the public interest.” 

Coordinator Eastman, who brought about establishment of 
a maximum salary of $60,000 for railroad presidents as an econ- 
omy move in the depression, objected to the provision in the bill 
limiting compensation to $17,500. 

“I can see little justification for reaching into management 
and limiting salaries to the extent here indicated, unless gov- 
ernment subsidies are granted, in which event the limitation 
should be attached to the subsidy as a condition. If this par- 
ticular item of expenses is to be limited, why not other items, 
and if it is necessary for the government to do this sort of 
thing, what becomes of the theory of private management and 
why not have direct government management?” said Mr. East- 
man. 

In his communication he suggested that a number of 
changes be made, some of which, he said, were important and 
some not. In part, he said: 


The bill does away with the contract basis for fixing rates of 
compensation for the carriage of the mails. This is a matter on which 
I am not particularly well informed, but I assume that this important 
change in government policy is required to meet the needs of the 
present situation and to lay the basis for a permanently satisfactory 
policy for the future. 

There are no specific provisions in the bill with respect to gov- 
ernment subsidies, but the Commission is directed to determine and 
report from time to time what direct financial aid should be extended 
and is given the power of approval or disapproval over government 
loans to air carriers and airport operators. Your attention is directed 
to the fact, however, that the provisions of Sec. 410 (h), at page 30, 
specifying matters which are to be considered by the Commission in 
fixing just and reasonable rates for mail service, are so broad and 
of such a character that they might well be construed by the Com- 
mission to justify the fixing of rates which would, in effect, provide 
an indirect subsidy. * * * 

Sec. 403 (d), p. 3: As now worded, the definition or “air carrier” 
given in this paragraph makes the provisions of the bill applicable to 
all carriers for hire, including, for example, those which render only 
special contract service for a single patron, or furnish local sight- 
seeing service, or which casually or occasionally transport persons or 
property, but are not regularly engaged in for-hire transportation. 
In the main, however, the regulation provided is appropriate only to 
carriers which hold themselves out to the general public to furnish 
a regular intercity service. (See Sec. 405, which requires every per- 
son subject to the act to hold a certificate of public convenience and 
necessity, and Sec. 405 (j) (1), which makes every such holder subject 
to the requirement that he equip himself to carry the mail. Also 
see Secs. 408, 409, and 410, which relate to rates, fares, charges and 
tariffs.) It is suggested, therefore, that the definition of “air car- 
rier’ be limited to operators who render common carrier service 
and that a conditional exemption be provided for sight-seeing and 
casual, occasional, or other transportation as to which there ap- 
pears to be no immediate need for regulation. Such an exemp- 
tion would enable the Commission to apply the regulation whenever, 
on complaint or on its own initiative, it found competitive conditions 
detrimental to the service on which the public has come to depend, 
A precedent for such an exemption is found in Sec. 203 (b) of S. 
1629. In view of the many conditions which must be taken into 
<r a specific wording of the exemption is not undertaken 

ere. 

Sec. 405 (a), pp. 9-10: The first proviso at p. 10 leaves any car- 
rier or airport which commenced operations in 1935 without authority 
to continue such operations after the passage of the act. This effect 
undoubtedly was not intended. Also, it might be construed to sanc- 
tion a certificate for a carrier a predecessor of which was’in operation 
prior to the cancellation of the air mail contracts in February, 
1934. It is, therefore, suggested that the word “‘if’’ in line 2, p. 
10, be omitted and that the words “in operation when this section 
takes effect’’ be substituted for the words “or any predecessor in 
interest, has been operating during the year 1934, or any part thereof, 
such air carrier or airport operator.” 

It should be noted that, unlike the proposed motor carrier and 
water carrier bills, this bill does not contain a so-called “grandfather 
clause.” That is to say, existing operators would not get certificates 
as of right, but would have to take their chance, like future operators, 
of proving public convenience and necessity to the Commission. I 
am not informed as to the reasons for this difference in policy. * * * 

Sec. 405 (j) (3), p. 14: I am not well informed as to the purpose 
of this paragraph, but would assume that the results desired would 
be accomplished if the words ‘‘manufacture or’’ were omitted in line 
14. If an air carrier can make to advantage any equipment or ma- 
terials which it uses, I am unable to see why it should be pro- 
hibited from doing so. On the contrary, this practice should be en- 
couraged. Railroads are able to make, and often do make, in their 
shops many things which they use, including even cars and locomo- 
tives. It often helps to secure stability of employment in the shops, 
and is a safeguard against excessive prices from outside manufac- 
ayes or dealers. Why should not air carriers be allowed to do 
the same? 


Coordinator Eastman recommended changes that would 
give the Department of Commerce exclusive authority over 
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safety. He said that authority over safety should be in one 
place. He also suggested changes to vest in the Commerce 
Department activities of an educational or promotional char- 
acter, which he said was not well suited to the work of a 
quasi-judicial body. 

The hearing was concluded July 31, with permission ac- 
corded witnesses to file statements up to August 3. 

When asked if he expected the bill to pass at this session 
of Congress, Senator McCarran smiled and said he hoped it 
would pass. 





AIR MAIL RATE REVIEW 


Examiner F. A. Law, Jr., in a tentative report in air mail 
docket No. 7, Pennsylvania Air Lines & Transport Co., rate 
review, 1935, has reported that that company made no unreason- 
able profit from the air mail rates of compensation being paid 
on route No. 32. He said the carrier’s books recorded an operat- 
ing loss on the route of $67,680 in the period July 1, 1934, to 
February 28, 1935. The company’s investment as recorded was 
$340,000. The carrier’s profit and loss account showed a debit 
balance of $230,045. The route, No. 32, extends between De- 
troit, Mich., and Milwaukee, Wis. The carrier bid, and in the 
first three months received, 38.9 cents for each airplane mile 
flown with mail. This compensation was reduced, by reason of 
the provision in the law, to 33% cents an air mile where the 
average load transported did not exceed 300 pounds. The re- 
duced rate was put into effect October 1, 1934. The report has 
been sent by the Commission to Postmaster General Farley and 
the air line carrier. Exceptions may be filed within 20 days 
after the service of the report. 


AIR MAIL PROFITS 


Examiner C. E. Leasure, in air mail docket No. 8, North 
American Aviation, Inc., rate review, 1935, also embracing East- 
ern Air Lines, Inc., has tentatively reported that on review of 
air mail rates of compensation being paid on routes No. 5, 6 and 
10, no unreasonable profits were found to be resulting or accruing 
therefrom. Route No. 5 is between Newark, N. J., and New 
Orleans, La., via Washington, D. C., Richmond, Va., Atlanta, Ga., 
and Birmingham, Ala., a distance of 1,213 miles; Route No. 6 is 
between Newark and Miami, Fla., via Washington, Richmond, 
Raleigh, N. C., and Jacksonville, Fla., a distance of 1,195 miles; 
and Route No. 10 is between Chicago, Ill., and Jacksonville, 
via Indianapolis, Ind., Louisville, Ky., Nashville, Tenn., and 
Atlanta, a distance of 931 miles. 

Temporary contracts for the services were awarded, later 
extended, in May, 1934. The carriers’ books, the examiner said, 
reported net deficits from operation for the audit period totaling 
$234,795 for Route No. 5, $126,101 for Route No. 6, and $35,757 
for Route No. 10. 


The examiner said that gratuitous payments, disclosed by 
the review, by Eastman in the first three months of operations 
as rent in excess of that specified in the lease and of bonuses to 
former employes of Eastern, however equitable, could not be 
said to be proper charges to the operating expenses of the mail 
routes. He said that when such payments were made they should 
be regarded as corporation rather than operating charges. How- 
ever, he said it was apparent that the elimination of all items, the 
propriety of which as charges against the operations of the mail 
routes might be questioned, would not result in a profit on any 
of the routes in the audit period. Nor, he added, would any 
additional adjustments that could be made disclose any unrea- 
sonable profits, \ 


NEW COMPLAINTS FILED’ 


No. 27051, Burlington Basket Co., Inc., Burlington, Ia., vs. C. B. & Q. 
Rate, sheet veneer overhandied baskets, handles folded to the 
sides, bodies nested, Burlington, Ia., to St. Paul, Minn., in viola- 
tion of section 1. Asks new rates and reparation. (Ford D. Porter, 
traffic counselor, 440 South Dearborn St., Chicago, Ill.) 
No. 27052, Manassa Timber Co., St. Louis, Mo., vs. Y. & M. V. et al. 
Charges, wooden piling, between points in La. and Mo., due to 
alleged excessive weight in violation of section 6. Asks repara- 
tion. (G. E. Russell, practitioner, St. Louis, Mo.) 
No. 27053, Manassa Timber Co., St. Louis, Mo., vs. I. C. et al. 
Same as foregoing as to shipments between Miss. and Mo. 
Same prayer. (Same practitioner.) 
No. 27054, Manassa Timber Co., St. Louis, Mo., vs. Warren & Saline 
River et al. 
Same as foregoing as to transportation between points in Ark., 
Mo. and Neb. Same prayer. (Same practitioner.) 
No. 27055, Manassa Timber Co., St. Louis, Mo., vs. St. L. S. W. et al. 
Same as foregoing as to transportation between Ark. and Neb. 
Same prayer. (Same practitioner.) 
No. 27056, Brown-Strauss Corporation et al., Kansas City, Mo., vs. 
Alton et al. 
Rates, carloads and less-than-carloads, articles named in Fyfe’s 
I. C. C. No. 22 and preceding issues typical of which are iron and 
steel pipe, paints, plumbers’ supplies, stoves, drugs, whiskey, 
dried fruits, articles graded fifth class or lower and wall paper, 
between Kansas City, Mo.-Kan., and stations named in Boyd’s 
I. C. C. No. A-1934, in violation of section 6. Asks reparation. (John 
A. Falk, Lester G. Sever and P. EB. Welsh, traf. mgrs., 522 Rail- 
way Exchange Blidg., Kansas City, Mo.) 
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No. = Sutherland Paper Co., Kalamazoo, Mich., vs. Ann Arbor 
e 4 

Unreasonable charges, woodpulp, Toledo, O., to Kalamazoo, Mich 
Asks reparation. (James F. Dougherty, practitioner, 132 Weg 
South St., Kalamazoo, Mich.) 

No. 27060, A. J. Bloomgarden & Sons, Inc. (Equitable Trust Co., re. 
ceivers), Detroit, Mich., vs. Pennsylvania et al. 

Rates, sweet potatoes, Sweedsboro, N. J., to Detroit, Mich., ip 
violation of section 1. Asks reparation. (A. L. Watkins, counse| 
1012 Academy St., Kalamazoo, Mich.) q 

No. 27061, Holly Sugar Corporatoin, Colorado Springs, Colo., ys 
A. T. & S. F. et al. 

Rates, coke, Milwaukee, Wis., to Swink, Delta and Grand Junc. 
tion, Colo., South Torrington, Worland and Sheridan, Wyo., ana 
from Duluth, Minn., to Sidney, Mont., in violation of section 1 
Asks new rates and reparation. (Lowe P. Siddons, t. m., P, 0 
Box 1052, Colorado Springs, Colo.) : 

No. 27062, Adams & Dodge, Boston, Mass., vs. N. Y. N. H. & H. et al 

_Rates, green tomatoes, points in Tenn., to Boston, Mass,, jy 
violation of section 1. Ask for cease and desist order and rep. 
aration. (George W. Collier, 593 Smithfield Road, North Proyi. 
dence, R. I.) 

No. 27064, E. E. Willard, Theodore, Ala., vs. B. & O. et al. 

Rates, potatoes, points in Ala. to Nashville, Tenn., reconsigned 
to points in Ohio, Ky. and Ind. in violation of sections 1 and §. 
Asks new rates and reparation. (Alexander Golbus, atty., 1495 
South Racine Ave., Chicago, Ill.) 

No. + E. H. Kingman Co., Boston, Mass., vs. N. Y. N. H. & 
et al. 

Rates, onions, without tops, Rocky Ford and other points jp 
Colo. to Boston in violation of section 1. Asks rates and rep. 
aration. (George W. Collier, practitioner, North Providence, R. I) 

No. 27040, emergency freight charges within Tennessee. Proceeding 
instituted by the Commission on account of the refusal of the 
Tennessee commission to allow any or only lesser charges on 
state than on interstate traffic such as the federal commission 
allowed on interstate traffic. Commodities involved in this com- 
plaint are phosphate rock; phosphatic sand; agricultural lime. 
stone; canned goods; sweet potatoes; leaf tobacco; animal and 
poultry feed; animal products; cotton seed meal, hulls and cake; 
vegetable oil cake and meal; coal petros to Harriman; coal and 
less than carload shipments. 

No. 27057, emergency freight charges within Kentucky. Proceeding 
instituted by the Commission on account of the refusal of the 
Kentucky commission to allow emergency charges on state traffic 
similar to those permitted by the federal Commission in Ex Parte 
No. 115. The commodities are leaf tobacco; walnut and cherry 
lumbef and logs; switching charges on commodities where no sur. 
charges are authorized for line-haul movement; bituminous coal 
where no charges were authorized prior to September 1; bituminous 
rock, asphaltic sandstone, sand, gravel and crushed stone. 

No. 27058, emergency freight charges within Alabama. Proceeding 
instituted by the Commission on account of the refusal of the 
Alabama commission to permit any charges on some commodities 
and lower charges on other commodities than those permitted 
by the federal Commission on interstate traffic. The commod- 
ities included in this proceeding are agricultural limestone; chert, 
etc.; cotton seed meal and hulls; paving or road-surfacing ma- 
terial; and coal on which emergency charges lower than on inter- 
state traffic were permitted. 

No. or Dodge Cork Co., Inc., Lancaster, Pa., vs. 
et al. 

Rates, corkwood (imported), New York, N. Y., and Gloucester, 
N. J., to Lancaster, Pa., in violation of sections 1, 3 and 4, the 
undue preference alleged being for Beaver Falls, Pa., a more dis- 
tant point than Lancaster. Ask new rates and reparation. (L. 
V. Brandt and Earl W. Cox, practitioners, 1018 S. Wabash Ave., 
Chicago, Ill.) 

No. 27066, Waupun Oil Co. et al., Waupun, Wis., vs. A. & S. et al. 

Rates, petroleum and _ products, Ark., Kan., La., Mo. 
N. M., Okla. and Tex., to points in Wis., in violation of section 1. 
Ask new rates and reparation. (L. V. Brandt, practitioner, Chi- 
cago, Ill.) 

No. 27067, George Allison & Co., New York, N. Y., et al. vs. Norfolk 
& Southern et al. 

Rates, kale and spinach, Diamond Springs and Lake Smith, V2. 
to Philadelphia, Jersey City and New York City area in viola- 
tion of sections 1, 3 and 4, the undue preference alleged being 
for those shipping on lower rates from the same points of origin 
to points in the metropolitan district. Ask for cease and desist 
order and reparation. (Frank E. Cue, practitioner, 66 Harrison 
St., New York, N. Y.) 

No. 27068, Simmons Co., Kenosha, Wis., vs. C. & N. W. et al. 

Rates, furniture, Kenosha to St. Louis, Mo., in violation of sec- 
tions 1, 4 and 6. Asks for a cease and desist order and repara- 
tion. (Jerome: F. Hanak, a. g. t. m., practitioner, Kenosha, Wis.) 

oo a States Shellac Importers Association, Inc., vs. B. 
z O. et al. 


Ratings, shellac gum, carloads and less-than carload, between 
points in official classification territory, in violation of section 1. 
Asks new ratings. (Dabney T. Waring, traffic consultant, 42) 
Lexington Ave., New York, N. Y.) 


No. 27071, Adams & Dodge, Boston, Mass., vs. N. Y. N. H. & H. et al. 
Rates, sweet potatoes, points in Va. and Del. to Boston, in vi0- 
lation of section 1. Asks new rates and reparation. (George W. 
Collier, registered practitioner, North Providence, R. I.) 
No. 270re, J. G. Boswell Co. et al., Corcoran, Cal., vs. A. T. & S. F: 
et al. 

Rates, cottonseed, Corcoran, Cal., to Phoenix, Peoria, Litch- 
field, Buckeye and Coolidge, Ariz., in violation of section 1. Ask 
that defendants be required to waive outstanding undercharges 
on shipments to Litchfield made between March 8 and April 23, 
1934, and reparation. (L. H. Stewart, practitioner, 106 W. 3rd St. 
Los Angeles, Cal.) 

No. 27073, Laurelton Fuel & Supply Co., Inc., et al., Springfield Gar- 
dens, L. I., N. Y., vs. Long Island et al. : 

Rates and charges, anthracite coal, points in Pennsylvania to 
Springfield Gardens and Freeport, L. I., in violation of section 1 
Asks new rates and reparation. (Ernie Adamson, atty., 111 John 
St., New York City, N. Y.) 

No. 27074, Tom Huston Peanut C’o., Columbus, Ga., vs. Alabama, 
Florida & Gulf et al. 

Rates, raw unshelled peanuts, Greenwood, Fla., to Columbus, 
in violation of section 1. Asks new rate and reparation. (C. — 
Boland and/or C. H. Gunter, traffic representatives, 15% Eas 
lith St., Columbus, Ga.) 
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SHIP SUBSIDY PLAN 


The Traffic World Washington Bureau 


REVISED ship subsidy plan, worked out under the supervi- 
A sion of Secretary Roper, of the Commerce Department, has 
been submitted to President Roosevelt by the Secretary. The plan 
was prepared as the result of the President’s recent suggestion 
that an effort be made to write a bill removing objectionable 
features of the Copeland and Bland bills pending in Congress. 

After a call on the President, Secretary Roper, who was 
accompanied by Assistant Secretary of Commerce Johnson, who 
has supervision over the merchant marine, said the President 
felt that shipping legislation would be enacted at this session of 
Congress. He would not say that the President had approved 
the revised plan, the details of which have not been made public. 


OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


Virtual cessation of the demand for handy sized tonnage to 
move sugar from Cuba to the United States developed in the full 
cargo market last week and it was apparent that owners would 
find it necessary to accept lower rates than have recently pre- 
vailed. Other trades also continued dull. 

The only grain fixture reported was that of a steamer for 
33,000 quarters from Fort Churchill to picked ports in the U. K., 
done at 2s 414d for loading first open water. 

Several transatlantic sugar cargoes were closed, including a 
steamer of 2,884 net tons from Cuba to U. K.-Continent on the 
basis of 12s for August loading and a 2,006 net ton vessel from 
Santo Domingo to U. K.-Continent at 11s 9d for August. A 695 
net ton steamer was fixed from the North Side of Cuba to the 
Great Lakes at 3lc for August loading. 

Scrap iron trading was somewhat improved, fixtures con- 
summated including two from the Gulf, one a vessel of 3,448 net 
tons to Japan on the basis of about $3 f.i.o, for August loading 
and the other of 2,793 net tons to Japan on the same basis, From 
the North Atlantic range a 913 net ton vessel took a cargo to 
Pasajes or Ardrossan for August loading. Another scrap fixture 
was a steamer of 3,039 net tons from North of Hatteras to West 
Italy, done at $3.85 if one loading port or $3.95 if two, for August. 

Time charters were confined mostly to longer voyages or 
long periods. They included a steamer of 6,500 tons deadweight, 
taken for one year in the transatlantic trade, for August loading, 
a motorship of 8,800 tons deadweight for twelve months in the 
transatlantic trade, delivery Sweden for October-November, re- 
delivery Mediterranean. Two vessels were chartered for single 
voyages in the River Plate trade for prompt loading. 

The export coal trade was inactive with the exception of scat- 
tered small cargoes to West Indian and Canadian destinations. 

Two vessels were fixed for lumber cargoes from British 
Columbia to North of Hatteras, with option for United Kingdom. 
One, a vessel of 4,530 net tons, was done at $8.75 with $3,000 extra 
if United Kingdom for August and the other was a vessel of 3,367 
net tons on the same basis for middle September. 

The only fixture of interest in the tankers’ market was that 
of an 8,000 ton dirty motorship from the Gulf to Hamburg at about 
13s for August-September loading. 

_ Henry H. Heimann, executive manager of the National Asso- 
ciation of Credit Men and former chairman of the Shipping Board 
Bureau, has forwarded to Washington a bill designed as a substi- 
tute for the Copeland and Bland ship subsidy bills. He said his 
bill included certain features of the Copeland-Bland bill combined 
with those of the so-called Haag plan, He holds that most of 
Shipping’s difficulties are due to the decline in foreign trade and 
that construction of new vessels would strengthen the position 
of the American steamship lines. He recommended that the 
government build new vessels sufficient to place the American 
merchant marine on a par with fleets of other nations and then 
turn the ships over to the operators at a price commensurate 
with lower shipbuilding costs abroad, The steamship lines would 
pay the government 20 per cent of the cost as an initial payment 
and the remainder over a period of 20 years, the normal life of 
7 ship, at an interest rate of 3% per cent, The Heimann bill is 
also understood to provide for an operating subsidy to erase the 
differential between American and foreign operating costs. 
the re the intercoastal steamship lines that were members of 
gh e unct United States Intercoastal Conference are reported 

€ holding meetings in an effort to comply with the ruling 











of Secretary of Commerce Roper that new intercoastal rates 
must be filed by Steptember 3, to be effective October 3. It is 
understood that the new rates will provide for substantial in- 
creases over those previously in effect, though not as high gen- 
erally as those in the recent revision. Otis N. Shepard, head of 
the Shepard Line, which was not a conference member, said his 
company was willing to sit in with the conference lines on the 
revision, but he did not feel that it should be required to sit in 
while the larger companies in the trade haggled over rates. 

In cooperation with the International Longshoremen’s Asso- 
ciation, the International Brotherhood of Teamsters and Chauf- 
feurs has begun a drive to make the Port of New York a “closed 
shop,” as a result of the recent decision of the Appellate Division 
of the New York Supreme Court reversing the injunction restrain- 
ing the labor unions for interfering with the movement of freight 
to and from piers in trucks driven by non-union labor. No dis- 
turbances resulted and it was stated at the headquarters of the 
teamsters’ union that unorganized drivers were fast joining the 
ranks of the union. About half of the 70,000 drivers in the city 
have not previously been organized. 


INTERCOASTAL CARGO CHARGES 


In No. 239, Spratt’s Patent (America), Ltd., vs. American- 
Hawaiian et al., reparation is sought on account of assessment 
of assembling and distributing charges. 

Additional complaints seeking reparation on account of 
imposition of assembling and distributing charges are No. 240, 
Ducommun Corporation vs. American Line Steamship Corpora- 
tion et al.; No. 241, Jones & Laughlin Steel Corporation vs. 
Pacific Coast Direct Line, Inc., and No. 242, Jones & Laughlin 
Steel Corporation vs. American-Hawaiian Steamship Co. 

In Shipping Board Bureau docket No. 231, Jones & Laughlin 
Steel Corporation vs. Williams Steamship Corporation, repara- 
tion is sought on intercoastal shipments due to the assessment 
of assembling and distributing charges. In Nos. 232, 233, 234 
and 235, the steel corporation asked for reparation from the 
Nelson, McCormack, Luckenbach and Dollar steamship lines on 
account of like charges. 

In No. 226, Hecker H-O Co., Inc., vs. Panama Mail Steam- 
ship Co. (Grace Line) has asked for reparation on account of 
assembling and distributing charges at Los Angeles and Long 
Beach, Calif. In No. 229, Hecker H-O Co., Inc., vs. American 
Line Steamship Corporation has asked for reparation on account 
of such charges at the same ports. 

In Nos. 231 to 236, inclusive, the Jones & Laughlin Steel 
Corporation has asked reparation on account of assembling and 
distributing charges at Los Angeles and Long Beach, Calif., 
against, respectively, the Williams, Nelson, McCormick, Luck- 
enbach, Dollar and Arrow lines. In Nos. 237 and 238, the Fire- 
stone Tire & Rubber Co. of California asks reparation from the 
Shepard and Quaker lines, respectively, on account of assess- 
ment of assembling and distributing charges. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


Agreement No. 4065 between Panama Mail Steamship Company 
(Grace Line) and Det Forenede Dampskibs Selskab (Scandinavian 
American Line) providing for the transportation of cargo on through 
bills of lading from United States Pacific coast ports to ports in 
em, Norway, Sweden, Finland and the ports of Gdynia and 

anzig. 

Agreement No. 4129 between Swayne & Hoyt, Ltd., Managing 
Owners (Guif Pacific Line) and A. F. Klaveness & Co. A/S (Klaveness 
Line), providing for the transportation of cargo under through bills 
+ ge from United States Gulf ports to ports in the Dutch Kast 
ndies. 

Agreement No. 4156 between Booth Steamship Company, Ltd., 
and American Line Steamship Corporation (Panama Pacific Line) 
providing for the transportation of general cargo, as well as Tucum 
kernels and Babassu kernels, from Para, Maranham, Parnaiba, Ceara, 
Camocim, Maceio, Pernambuco, Natal, Bahia, Cabedello, Manaos and 
Itacoatiara to United States Pacific coast ports. 

Agreement No. 4336 between United Fruit Company and Osaka 
Shosen Kaisha providing for the booking and transportation of pas- 
sengers for round-trip first-class passage from New York around the 
world via Panama Canal returning to New York, also the booking 
and transportation of passengers for through first-class passage 
from New York around the world via Panama Canal, returning to 
Cristobal, interchange to be made at Cristobal in both instances. 

Agreement No. 4351 between Prince Line, Ltd., American Repub- 
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lics Line and Edward P. Farley and Morton L, Fearey, Trustees of 
Munson Steamship Line, providing for maintenance of uniform agreed 
rates for transportation of cargo from Argentina and Uruguay to 
United States Atlantic ports. 


Agreement No. 4369 between Nelson Steamship Company and 
A. F. Klaveness & Co. A/S (Klaveness Line), which provides for the 
transportation of cargo under through bills of lading from San Fran- 
cisco, Los Angeles Harbor, Portland, Astoria, Seattle and Tacoma, 
to Yokohama, Kobe, Moji, Nagasaki, Osaka, Shanghai and Hongkong. 

Agreement No. 4377 between Nelson Steamship Company and 
Schafer Bros.’ Steamship Lines, providing for the transportation of 
cargo under through bills of lading from United States Atlantic 
ports of Portland, Astoria, Longview, Vancouver, Seattle, Tacoma, 
Everett, Bellingham, Anacortes and Port Angeles. 

Agreement No. 4380 between Schafer Bros.’ Steamship Lines and 
Nelson Steamship Company, providing for the transportation of cargo 
under through bills of lading from Portland, Astoria, Longview, Van- 
couver, Seattle, Tacoma, Everett, Bellingham, Anacortes and Port 
Angeles, to U. S. Atlantic coast ports. 

Agreement No. 4381 between Schafer Bros’ Steamship Lines and 
Nelson Steamship Company, providing for the transportation of cargo 
on through bills of lading between Aberdeen and Hoquiam, Washing- 
ton, and United States Atlantic coast ports. 

Agreement No, 4386 between Prince Line, Ltd. (Furness Prince 
Line), Grace Line, Inc. (Grace Line), American Steamship Corpora- 
tion (Panama Pacific Line), Munson Steamship Line (Edward P. 
Farley and Morton L, Fearey, Trustees), Dollar Steamship Lines, Inc., 
Ltd., and United Fruit Company, providing for the booking and 
transportation of passengers on ‘‘Round South America Tours’’ orig- 
inating at New York and terminating at Los Angeles Harbor or 
San Francisco, and in the reverse direction. 

Agreement No. 4398 between Prince Line, Ltd., and The New York 
and Porto Rico Steamship Company, providing for the transportation 
of corn and maize under through bills of lading from Buenos Aires 
to Puerto Rico. 

Agreement No. 4399 between Luckenbach Steamship Company, 
Inc., and Seas Shipping Company, Inc. (Robin Line), providing for the 
transportation of canned goods and dried fruit on through bills of 
lading from U. S. Pacific coast, ports to Cape Town, Algoa Bay, 
East London, Port Natal, Lourenco Marques, Beira, Dar-Ks-Salaam, 
Mombasa, Tanga and Zanzibar. 

Agreement No, 4404 between The New York and Porto Rico 
Steamship Company and Det Forenede Dampskibs-Selskab, Aktiesel- 
skab (Scandinavian American Line), providing for the transportation 
of citrus fruit under through bills of lading from Puerto Rico to 
Oslo and Copenhagen. 

Agreement No. 4410 between Prince Line, Ltd., and The New 
York and Porto Rico Steamship Company, providing for the trans- 
portation of beef extract under through bills of lading from Monte- 
video and Buenos Aires to Puerto Rico. 

Agreement No. 4413 between A. F. Klaveness & Co. A/S and 
States Steamship Company, providing for the transportation of cargo 
under through bills of lading from the Dutch East Indies, the 
Philippine Islands, Hongkong, China, and Japan to U. S. Atlantic 
ports, 

Agreement No. 4416 between A. F. Klaveness & Co. A/S and 
Pacific-Atlantic Steamship Company, providing for the transportation 
of cargo under through bills of lading from the Dutch East Indies, 
ee Islands, Hongkong, China, and Japan to U. S. Atlantic 
ports, 

Agreement No. 4418 between Calmar Steamship Corporation and 
Schafer Bros.’ Steamship Lines, providing for the transportation of 
cargo under through bills of lading between U. S. Atlantic coast 
ports and U. §. Pacific coast ports of call of Schafer Bros.’ Steam- 
ship Lines. 

Agreement No. 4427 between Luckenbach Steamship Company, 
Inc., and Bull Insular Line, Inc., providing for the transportation 
of wine under through bills of lading from U. S. Pacific coast ports 
to San Juan, Ponce and Mayaguez, Puerto Rico. 

Agreement No. 4432 between Swayne & Hoyt, Ltd. (Gulf Pacific 
Line), and The New York and Porto Rico Steamship Company, pro- 
viding for the transportation of specified commodities under through 
bills of lading from U. S. Pacific coast ports to Puerto Rico and the 
Dominican Republic. 

Agreement No. 4433 between Calmar Steamship Corporation, 
Puget Sound Navigation Company, Border Line Transportation Com- 
pany, Skagit River Navigation & Trading Company and Puget Sound 
Freight Lines providing for the transportation of cargo under through 
bills of lading between U. S. Atlantic coast ports and U. S. Puget 
Sound ports. 

Agreement No. 4434 between States Steamship Company (Cali- 
fornia-Eastern Line) and The Bull Steamship Line, providing for 
the transportation of cargo under through bills of lading from U. S. 
en coast ports to Port Pierce, Miami, Port Everglades and Jack- 
sonville. 

Agreement No. 4435 between Pacific-Atlantic Steamship Company 
(Quaker Line) and The Bull Steamship Line, providing for the trans- 
portation of cargo under through bills of lading from U. S. Pacific 
coast ports to Fort Pierce, Miami, Port Everglades, and Jacksonville. 

Agreement No. 4441 between Edward P. Farley and Morton lL. 
Fearey, Trustees of Munson Steamship Line and Bull Insular Line, 
Ine., providing for the transportation of beef extract under through 
bills of lading from Montevideo and Buenos Aires to Puerto Rico. 

Agreement No. 4445 between N. V. Stoomvaart Maatschappij 
“Nederland,”’ Lykes Bros.-Ripley Steamship Company, Inc. (Southern 
Steamship Line), and Waterman Steamship Corporation (Mobile 
Oceanic Line), providing for the association of the parties in a con- 
ference to deal with rates and charges to be observed by member 
lines for or in connection with transportation of cargo from Amster- 
dam and Rotterdam to U. S. Gulf of Mexico ports. 

Agreement No. 4450 between The New York and Porto Rico 
Steamship Company and Det Forenede Dampskibs Selskab, Aktiesel- 
skab (Scandinavian American Line), providing for the transportation 
of cargo (except citrus fruit from Puerto Rico to Oslo and Copen- 
hagen) under through bills of lading between Puerto Rico and Oslo 
and Copenhagen. 

Agreement No. 128-42 between Anchor Line (1935), Ltd., Anchor- 
Donaldson Line, United States Lines Company and 14 other carriers, 
comprising the membership of the Atlantic Conference, modifies the 
agreement of that conference (Conference Agreement No. 128-1) to 
record changes effected in the grouping of member lines by the with- 
drawal of Societe Anonyme de Navigation Belge Americaine and 
by the admission to conference membership of Red Star Linie G. m. 
b. H. and Arnold Bernstein Schiffahrtsgesellschaft m. b. H. 

Agreement No. 2916-2 between Standard Fruit & Steamship Com- 
pany and United Fruit Company, revising Agreement No. 2916, as 
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modified (which provides for the pooling of earnings on traffic from 
New York to Cuban ports and for the maintenance of rates on cargo 
in accordance with Agreement No. 2780) to provide for the mainte. 
nance of rates on cargo to Santiago in accordance with Agreement 
No. 4123, which superseded Agreement No. 2780, or of any rate agree. 
ment superseding Agreement No. 4123. 

Agreement No. 3236-1 between United Fruit Company and Stand. 
ard Fruit and Steamship Company changing the periods of poo| 
Settlement from February 1 and August 1 to June 30 and December 
31 under Agreement No. 3236, which provides for the pooling of rey. 
enue on general commercial traffic (except explosives) between New 
Orleans and Cristobal. 

Agreement No. 431C between American-Hawaiian Steamship Com. 
pany and Osaka Shosen Kaisha canceling Agreement No. 431, which 
provides for the transportation of cargo under through bills of lad. 
ing from Atlantic coast ports to the Far East. 

Agreement No. 2178C between Panama Mai] Steamship Company 
and Kawasaki Kisen Kaisha, canceling Agreement No. 2178, which 
provided for the transportation of cargo on through bills of lading 
between Oriental ports and United States Atlantic coast ports. 

Agreement No. 2179C between Panama Mail Steamship Company 
and The Ocean Steam Ship Company, Ltd., and The China Mutua] 
Steam Navigation Company, Ltd. (Blue Funnel Line), canceling 
Agreement No. 2179, which provided for the transportation of cargo 
on through bills of lading between Oriental ports and United States 
Atlantic coast ports. 

Agreement No, 2181C between Panama Mail Steamship Company 
and American Mail Line, Ltd. (American Mail Line) canceling Agree. 
ment No. 2181, which provided for the transportation of cargo on 
through bills of lading between Oriental ports and United States 
Atlantic coast ports. 

Agreement No. 2186C between Panama Mail Steamship Company 
and Canadian Pacific Steamships, Ltd., canceling Agreement No. 213é, 
which provided for the transportation of cargo on through bills of 
lading between Oriental ports and United States Atlantic coast ports. 


Agreements Canceled 


Agreement No. 738 between The New York and Porto Rico Steam- 
ship Company and Det Forenede Dampskibs Salskab, Aktieselskab 
(Scandinavian American Line), providing for the transportation of 
cargo under through bills of lading between Puerto Rico and Copen- 
hagen. 

cnet No. 1270 between A. F. Klaveness & Co. A/S (Klav- 
eness Line) and States Steamship Company (Quaker Line), providing 
for the transportation of cargo under through bills of lading from 
the Far East and the Orient to U. S. Atlantic ports. 

Agreement No. 1919, as modified between Swayne & Hoyt, Ltd. 
(Gulf Pacific Line) and The New York and Porto Rico Steamship 
Company, providing for the transportation of specified commodities 
under through bills of lading from U. S. Pacific coast ports to Puerto 
Rico and the Dominican Republic. 

Agreement No. 2259 between The New York and Porto Rico 
Steamship Company and Det Forenede Dampskibs Selskab, Aktiesel- 
skab (Scandinavian American Line), providing for the transportation 
of cargo under through bills of lading between Puerto Rico and the 
Dominican Republic and Oslo. 

Agreement No. 3450 between States Steamship Company (Cali- 
fornia-Eastern Line) and Baltimore & Carolina Line, Inc., providing 
for the transportation of cargo under through bills of lading from 
U. S. Pacific coast ports to Fort Pierce, Miami, Port Everglades and 
Jacksonville. 

Agreement No. 3451 between Pacific-Atlantic Steamship Company 
(Quaker Line) and Baltimore & Carolina Line, Inc., providing for 
the transportation of cargo under through bills of lading from U. 8. 
Pacific coast ports to Fort Pierce, Miami, Port Everglades and Jack- 
sonville, 

Agreement No. 3794 between Booth Steamship Company, Ltd., and 
American Line Steamship Corporation (Panama Pacific Line), which 
provided for the transportation of general cargo from Para, Brazil, 
as served by the Booth Steamship Company, Ltd., to United States 
Pacific coast ports. 


INTERCOASTAL INVESTIGATION 


H. S. Brown, chief of the division of regulation of the Ship- 
ping Board Bureau of the Department of Commerce, has ad- 
dressed a communication to all intercoastal carriers in No. 126, 
intercoastal investigation, in response to inquiries as to the re 
quirements under the decision in that proceeding (see Traffic 
World, July 6, p. 29). It is as follows: 


We are in receipt of numerous inquiries regarding that portion 
of the report and order in this case, decided July 3, 1935, relating 
to the filing of tariffs when the transportation service is performed 
by more than one carrier. 

The following, based principally on the questions presented to 
us, is of general application: eee 

(1) You are required to file your tariffs with this divisioh in 
conformity with section 2 of the intercoastal shipping act, 1933, if 

(a) You are a carrier by water, for hire, and ; : 

(b) Participate in the transportation of through shipments by 
water between one state of the United States and any other state 
of the United States by way of the Panama Canal, even though 

(c) Your vessels do not transit the Panama Canal or 

(d) You were not a party to No. 126, or 

(e) You only apply your local port-to-port rates, or . 

(f) Only issue your local bills of lading, or freight receipts, or 

(g) Only move “care of,’”’ or ‘‘ex,’’ the Canal carriers with which 
you interchange freight. ; ‘ 

(2) If you have joint through rates with the Canal carriers with 
which you interchange freight, the requirements of law governing 
the publication and filing of tariffs could generally be met by the use 
of concurrences as provided for in our tariff rules and regulations. 

(3) If you do not have joint through rates with the Canal car- 
riers with which you interchange freight, and instead thereof ye 
issue your own bills of lading and collect your local port-to-por 
rates, the tariffs filed with us 

(h) Should be plainly printed, : : 

(i) Should show all the rates and charges for or in connection 
with the transportation performed by you under (b) above, . 

(j) Should plainly show the places between which you carry 
freight, and 
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(k) Should state separtely each terminal or other charge, priv- 
jlege, OF facility, granted or allowed, and any rules or regulations 
which in anywise change, affect, or determine any part of your rates 
or charges, or the value of the service rendered to the consignor 


signee. , 
" “4) In either (2) or (3), the tariffs must be kept open to public 


inspection at your place of business with notice to that effect posted 
at each wharf or dock used by you. rf 

(5) Copy of our tariff rules and regulations and of the report and 
order in No. 126, intercoastal investigation, will be furnished you upon 


uest. : 
ni (6) You should bear in mind the requirements of section 15 of 


shipping act, 1916. 
ai (1) The intercoastal shipping act, 1933, was approved March 3 


of that year. Among other things, section 2 thereof also provides: 

“From and after 90 days following enactment hereof no person 
shall engage in transportation as a common carrier by water in in- 
tercoastal commerce unless and until its schedules as provided | by 
this section have been duly and properly filed and posted; 
nor shall any such carrier refund or remit in any manner or by any 
device any portion of the rates, fares, or charges so specified, nor 
extend or deny to any person any privilege or facility, except in 
accordance with such schedules. F 

“Any violation of any provision of this section by a common 
carrier by water in intercoastal commerce shall be punished by a 
fine of not less than $1,000 nor more than $5,000 for each act of 
violation and/or for each day such violation continues, to be re- 
covered by the United States in a civil action.” 


Il. W. C. REPORT DELAYED 


The annual report of the Inland Waterways Corporation for 
the calendar year 1934 has not yet been made public. In previous 
years the report has been issued in the month of April. Inquiries 
as to the status of the report brought the reply that it was in the 
process of being printed at the government printing office. 


S. B. COMPLAINTS DISMISSED 


On request of the complainants the Shipping Board Bureau 
of the Department of Commerce has dismissed the following 
complaints: No. 157, Baltimore Association of Commerce vs. 
Amercian & African Steamship Line et al.; No. 158, Common- 
wealth of Massachusetts et al. vs. Brocklebank-Cunard Line 
et al.; No. 159, State Port Authority of Virginia et al. vs. A/B 
Svenka Amerika Linien et al., and No. 160, Joint Executive 
Transportation Committee of Philadedphia Commercial Organi- 
zations vs. American & African Line et al. 


SHIPPING BOARD HEARINGS 


The Shipping Board Bureau of the Department of Com- 
merce has assigned for hearing at Boston, Mass., September 
6, at 10 a. m., in court room No. 4, in the post office building, 
before Examiner L. A. Lansdale, the following: No. 94, Boston 
Port Authority vs. Colombian Steamship Company, Inc., et al., 
and No. 183, Commonwealth of Massachusetts vs. Colombian 
Steamship Company, Inc., et al. 


VIRGIN ISLANDS AND COASTWISE LAWS 

The Senate has passed the bill, S. 754, exempting the Virgin 
Islands from the coastwise laws of the United States so that 
foreign vessels may use St. Thomas as a port of call. The 
islands have been exempted by a presidential proclamation. 
Under the bill the coastwise laws could be extended to the 
islands after the President had determined that there was ade- 
quate shipping under the American flag to meet their needs. 


APPLE AND PEAR EXPORTS 


“With the opening of another shipping season for apples and 
pears the Department of Agriculture calls the attention of ship- 
pers and carriers to the provisions of the export apple and pear 
act,” says a statement issued by it. 

“A Virginia shipper who recently sent a car of apples to 
Montreal was compelled to return it to Rouses Point, N. Y., so 
that the proper inspection might be made. Under the law, the 
shipper may be penalized for a violation of this sort, being 
refused an inspection certificate for a period not exceeding 
90 days. Both the shipper and the railroad which accepted the 
shipment, found guilty in court, may be fined not less than $100 
hor more than $10,000. 

“The export apple and pear act makes it unlawful for any 
person to offer for shipment or to ship—or for any person, carrier, 
or steamship company to receive for transpotation or transport 
—to a foreign destination apples or pears which are not accom- 
panied by a certificate issued under authority of the Secretary 
of Agriculture showing that the fruit is of a federal-state grade 
which meets the minimum of quality established by the Secre- 
tary for shipment in export. The regulations are that apples 
must meet each minimum requirement of the “United States 
Utility” grade or of the “United States Utility Early” grade, 
Subject to tolerances for these grades, except that apples shall 
hot contain apple maggots, and not more than 2 per cent by 
count may have apple maggot injury and not more than 2 per 
cent may be infested with San Jose scale. 
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“Any lot of pears must meet each minimum requirement of 
the United States Grade No. 2 for pears subject to the tolerances 
for this grade and subject also to the same provisions as for 
apples as to apple maggots, apple maggot injury and San Jose 
scale . 

“Fruit shipped to trans-Pacific ports need not comply with 
the maturity standards of the grades if the packages are con- 
spicuously marked “immaturity fruit.” Less than carload quan- 
tities are not subject to the provisions of the act, when shipped 
to certain countries.” 


“SCUTTLING” OF LEVIATHAN 


Senator Schall, of Minnesota, in remarks in the Senate 
attacked the administration for what he alleged was the 
“scuttling” of the Leviathan, the reference being to the with- 
drawal of that vessel from service by the United States Lines 
under its contract with the government. He charged that the 
withdrawal of the vessel was due to British influence. 


FOREIGN TRADE ZONE RULES 


Regulations governing the establishment, operation, main- 
tenance and administration in the United States of foreign trade 
zones with rules of procedure and practice have been made avail- 
able by the Foreign Trade Zones Board of which Secretary of 
Commerce Roper is chairman. 

The regulations were prepared in view of the recent act of 
Congress providing for the establishment, operation and main- 
tenance of foreign trade zones in ports of entry of the country “to 
expedite and encourage foreign commerce” (see Traffic World, 
July 6, p. 28). 


LOANS TO STEAMSHIP COMPANIES 


Chairman Jones, of the Reconstruction Finance Corporation, 
sees No reason why the corporation can not make loans to steam- 
ship companies for reconditioning and constructing ships if the 
companies provide good collateral. No applications for such 
loans have been made, but there has been talk as to whether the 
corporation would make them if applied for. 


BRITISH RAILROAD RECEIPTS 


Aggregate receipts of the four main groups of British rail- 
roads the first half of the current year showed little change 
compared with the corresponding period of 1934, according to 
a report from the American consulate-general, London, made 
public by the Commerce Department. The totals for the two 
half-year periods were: 1935, £71,725,000 and 1934, £71,366,000. 

Earnings from passenger fares comprised 42.5 per cent of 
the aggregate of all receipts in the first half of 1935, and re- 
corded an increase over 1934 of £692,000, or 2.33 per cent, the 
report shows. Merchandise traffic, amounting to 38 per cent 
of the total aggregate, decreased by £142,000, or 0.5 per cent, 
and coal and coke freight declined by £191,000, or 1.2 per cent. 

The greatest gain was recorded by the London, Midland 
and Scottish Railroad, the only system to register increases 
under all three heads, with a total advance of £299,000, or a 
little over 1 per cent, while in the case of the London and North 
Eastern system the increase in passenger fares was more than 
offset by losses on merchandise and coal and coke, while the 
Southern Railroad only just escaped a similar result. 


NEW RAIL EQUIPMENT 


New freight cars installed by the Class I railroads of the 
United States in the first six months of 1935 totaled 1,868, ac- 
cording to reports received by the Association of American Rail- 
roads. In the same period last year, 5,360 new freight cars were 
placed in service, and in the same period two years ago there 
were 1,251. 

Twenty-five new steam locomotives and 81 new electric loco- 
motives were placed in service in the first six months of this 
year. The railroads, in the first six months of 1934, installed 
one new steam locomotive and eight new electric locomotives. 
New freight cars on order on July 1 totaled 2,428 compared with 
ag on the same day in 1934 and 1,205 on the same day in 

The railroads on July 1 this year had on order six new 
steam locomotives and 22 new electric locomotives. New steam 
locomotives on order on July 1, 1934, totaled 40, and on the 
same date in 1933, there was one. New electric locomotives 
on order on July I, 1934, totaled 107. No reports are available 
as to the number on order on July 1, 1933. Freight cars and 
locomotives leased or otherwise acquired are not included in 
the above figures. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for April, 
1935, shows 10,420 cars held overtime—a percentage of 05.95— 


as against 7,078 cars—a percentage of 04.78—for April, 1934. 





Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 


transportation of freight. A traffic man of long experience and wide knowl- 


edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. . 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Tariff Interpretation—Application of Intermediate Rule Via 
Circuitous Routes 


New York.—Question: Please advise us on the following: 

Recently we have been shipping “Books, other than flexible 
paper covers, L. C. L.,” from Crawfordsville, Ind., to New York 
City, Baltimore and other eastern destinations. 

The Pennsylvania Railroad has been assessing a first class 
rate on such shipments. Investigation reveals that Freight 
Tariff 218-I, I. C. C. 2669, issued by Agent B. T. Jones, page 321, 
Item 505, provides a commodity rate of $1.08 per cwt. on the 
above commodity, from Chicago, IIll., to New York City. It is 
our contention that this rate applies also from Crawfordsville, 
Ind., to New York City, and intermediate points. Of course, 
we realize that by routing shipments Pennsylvania Railroad, 
shipments would not move through Crawfordsville, Ind. How- 
ever, if we route shipments C. I. & L. R. R. in care of the B. & 
O. R. R., Crawfordsville, Ind., would be intermediate, therefore 
we cannot see why the Pennsylvania Railroad should not protect 
the commodity rate. 

Answer: While it is possible to forward shipments from 
Chicago to New York over a route via which Crawfordsville, 
Ind., would be intermediate to New York, such a route would 
be circuitous as compared with the direct route of the Pennsyl- 
vania Railroad. 

The Commission has held that in the absence of routing 
instructions an intermediate rule will apply at points inter- 
mediate to the more distant one via all reasonably direct routes. 
Toberman-Mackey Co. vs. Chicago, B. & Q. R. Co., 122 I. C. C. 
299, and Curtis Leather Co. vs. Atchison, T. & S. F. Ry. Co., 126 
1 C..0. F238 

However, in Exall & Co. vs. C. B. & Q. R. R. Co., 153 I. C. C. 
15; Bacon Bros. vs. I. H. B. R. R. Co., 139 I. C. C. 53; Russell 
Grain Co. vs. A. G. S. R. R. Co., 113 I. C. C. 699, the Commission 
held in effect that the rate to the more distant point would 
not apply via routes which were unduly circuitous and that, 
therefore, the rate could not be applied at points on such cir- 
cuitous routes, 

Furthermore, the Commission has stated that it has not 
fixed a standard by which to determine what constitutes an un- 
naturally or excessively circuitous route; that questions of 
this kind must necessarily be determined in the light of the 
facts and circumstances surrounding the particular movement. 
Perrine-Armstrong Co. vs. Pa. R. Co., 169 I. C. C. 553. 

The Supreme Court of the United States in Great Northern 
Ry. Co. vs. Delmar Co., 283 U. S. 686, 51 S. Ct. 579, has also 
held that where there are two routes and the tariff is unre- 
stricted as to which to use, and via one of the routes the through 
rate to the more distant point can be applied without creating 
a violation of the long-and-short-haul clause of the Fourth Sec- 
tion of the Act, because the shipment via such route would not 
pass through a point taking a higher rate, and via the other 
route it would be necessary to send a shipment through a point 
higher rated than the more distant point, thus producing an 
unlawful situation, the tariff must be construed as authorizing 
only a lawful application of the through rate to the more distant 
point. 

The above is, of course, dependent upon the presence of 
an intermediate rule in the tariff under which the rate to a 
more distant point may be applied at an intermediate point. 


Tariff Interpretation—Application of Rule 10 of Classification 
Illinois —Question: We would greatly appreciate it if you 


would give the following question consideration, and furnish 
reference to previous decisions along this line. 

When shippng one large heavy tractor with one road grader 
in mixed carload, can we, under Section 2 of Rule 10 of the 
Consolidated Freight Classification consider the articles as two 
separate carloads, and apply a portion of the weight of the 





The Traffic World 








tractor to what we are to consider as the grader car to make 
up the 24,000 pounds minimum weight applicable to graders? 
For instance, if it were parts we were interested in, there 
would be no question as they actually could be physically Sep- 
arated to produce the desired result of two cars each on 
above the minimum weight basis required. The tractor, hoy. 
ever, cannot actually be divided physically in the case at hand 
that is to say, of course, that we could, if we wanted to, but 
we would not ordinarily do it, and the carriers, we will assume, 
seek to assess charges as follows: 
Peoria to Des Moines, Ia. 


Articles Wt. Rate Freight Prepay 
1 D75 Tractor 36000 Class A 
1 Elev. Grader 14000 50,000 45 $225.00 $225.00 
Whereas basis we contend should be applied is thus— 
Col. 40 
1 D75 Tractor 36000 26,000 40 $104.00 
1 Elev. Grader 14000 24,000 45 108.00 $212.00 


whereby we “consider the articles as divided into two separate 
carloads” and apply 10,000 pounds of the weight of the tractor 
(car), so called, to the grader (car) to make up the difference 
in weight. 

Answer: While we have been unable to locate a decision by 
the Commission on the point, we are of opinion that Rule 10 
of the Classification contemplates a mixing of separate com. 
modities and does not contemplate the division of a single com. 
modity into two or more groups for the purpose of working 
out mixed ratings. Certainly there is nothing in Rule 10 ex. 
pressly authorizing such a division. Sections 1 and 2 of Rule 
10 relate to “a number of different articles.” There is no occa- 
sion, for a mixed shipment rule on a car containing nothing 
but a tractor, but there is reason for such a rule when a grader 
is shipped in a car with a tractor. For this reason we think 
the term “different articles” as used in Rule 10 contemplates 
the mixture of “different commodities.” Further, under Section 
3, in rating each separate carload we are to take the carload 
rate “applicable to the highest classed article therein.” To 
arrive at'the highest classed article one would not compare 
separate packages or bundles of the same commodity. Sections 
1 and 2 also provide for the application of the rate on the 
highest classed or rated article in the carload mixture. To usa 
given article, whether the entire shipment is treated as a single 
mixed carload or the various commodities therein are separated 
into two or more separately mixed carloads, must be treated as 
a single commodity in its entirely, except where by reason of 
a difference in packing it in fact becomes two or more articles, 
as in Cobb Co. vs. M. K. & T. R. Co., 163 I. C. C. 241. In this 
case the Commission said that a mixed shipment is a shipment 
of different articles, or the s2me article in different kinds of 
containers or packages, such as barrels, boxes, crates and 
bundles, in a single consignment. 


State vs, Interstate 


Michigan.—Question: A company shipping its goods from a 
point in Illinois to a Michigan warehouse, consigned to its mal- 
ager there, it is believed shipped its goods via truck with no 
marks on packages, except marks to indicate what the cartons 
contain. From this warehouse, these goods move via their 
auto delivery trucks to various places in Michigan where orders 
have been taken and are then delivered. One village in which 
deliveries are made has a law which requires all salesmen to be 
licensed, but the salesman claims exemption on the ground that 
his business is interstate and therefore not subject to the local 
ordinance. I am of the opinion that the new movement from 
the Michigan warehouse to the various destinations in the state 
is strictly intrastate. Another view held by myself is, that, if the 
goods were shipped by rail to the Michigan warehouse the jour- 
ney is ended; that if some of the goods are reshipped or taken 
by their own vehicle to various new destinations in the state, the 
subsequent transportation would be considered intrastate I 
character. This is based upon promise that he would pay the 
interstate rate to the warehouse and the intrastate rate outbound 
if the goods moved out of the warehouse by rail. Would appre 
ciate your views in this case. 

Answer: While the proposition that property temporarily at 
rest within a state, for the purpose of separation and assortment 
or reshipment, or because of other reasons, does not acquire 4 
situs in the state, so as to become subject to state taxation, finds 
some support in early cases, the weight of authority, as found 
in later cases, is to the effect that, to entitle an article of com 
merce to be exempt from state taxation, there must be a col 
tinuous movement of it in interstate commerce, and that it may 
be taxed by the state when it is held at storage or distributing 
points, with the intention of delivering it to buyers or for trans 
shipping to other points. Susquehanna Coal Co. vs. South Amboy, 
228 U. S. 669, 33 S. Ct. 712; Bacon vs. Illinois, 227 U. S. 504, 33 
S. Ct. 299; General Oil Co. vs. Grain, 209 U.S. 211, 28 S. Ct. 475: 
American Steel Co. vs. Speed, 110 Tenn. 524, 75 S. W. 1037 (af. 
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192 U. S. 500, 24 S. Ct. 365); Atlantic C. L. vs. Standard Oil Co., 
1g Fed. (2d) 441; Champlain Realty Co. vs. Town of Brattleboro, 
960 U. S. 336, 43 S. Ct. 146. In the instant case, it is apparent 
that under the principle of the decision in American Steel and 
Wire Co. vs. Speed, 192 U. S. 500, 24 S. Ct. 365, the goods shipped 
to the warehouse and there held until withdrawn from stock to 
fill orders, may be taxed on the ground that the goods when 
stored have become a part of the general mass of property within 
the state and thereby subject to taxation by the state. As to 
goods which are in transit at the time the sale is made it would 
likewise appear that under the decision in General Oil Co. vs. 
Crain, 209 U. S. 211, 28 S. Ct. 475, and Atlantic Coast Line R. Co. 
ys. Standard Oil Co., 275 U. S. 257, 48 S. Ct. 107, such goods are 
also subject to taxation by the state if they are placed in storage, 
the fact that orders are received from the salesmen while the 
merchandise is in transit to the storage point not being a condi- 
tion which exempts the merchandise from taxation while in 
storage. Under the facts in General Oil Co. vs. Crain, 209 U. S. 
211, 28 S. Ct. 475 the oil was placed in storage to be later with- 
drawn to fulfill orders already received. The court held that the 
oil had been taken from transportation, brought to rest in the 
state, for which the protection of the state is necessary, a purpose 
outside of the mere transportation of the oil, and that the case 
therefore came under the principle announced in American 
Steel and Wire Co. vs. Speed, 192 U. S. 500, 24 S. Ct. 365. The 
principle of this case is also followed in Atlantie Coast Line 
R. Co. vs. Standard Oil Co., 275 U. S. 257, 48 S. Ct. 107. The 
game principle, in our opinion, applies in the instant case so 
far as a determination of whether the goods in question are 
moving in interstate or intrastate commerce when reconsigned 
from warehouse in Michigan to points in that state. 


Liability of Carrier—Seizure of Goods Under Legal Process 


Missouri.—Question: Kindly state your opinion on the fol- 
lowing: 


We shipped from Missouri to a point in New England a car- 
load of our products. While passing through the state of New 
York at a junction point, the car was stopped on attachment issued 
in the New York courts on complaint of a party who claimed we 
were indebted to him. Does the state court have authority to 
interfere with a shipment moving in interstate commerce, and 
is the railroad company justified in respecting the writ of attach- 
ment issued by the state court on such a shipment? 


Answer: Although there is some authority to the contrary, 
the general rule is that, where the goods are taken from the 
possession of the carrier by due legal process against the owner, 
the carrier, subject to certain limitations, is excused from further 
liability, if it acts in good faith and without negligence in sur- 
rendering the goods, and such surrender on the part of the car- 
rier does not amount to conversion. The remedy of the con- 
signee, if he can show title in himself, is not against the carrier 
but against the officer who has wrongfully seized the goods or 
against the party instituting the proceedings under which the 
seizure was made, if he directed the seizure. ‘However, in order 
to protect the carrier, it is necessary that the seizure be made 
without the procurement or connivance of the carrier, and that 
the process under which the seizure is made shall be apparently 
valid on its face. It is the duty of the carrier to exercise due 
diligence to ascertain whether the process is in fact legal. If 
the process is void on its face, it affords no protection. So, where 
the carrier surrenders the goods under legal process it should, 
to relieve itself from liability, at once notify the owner of the 
fact, in order that it may make a proper defense, the essence of 
the requirement being notice before sale—notice in time, so that 
the consignee may reasonably assert and fully protect all his 
interests, and on the failure of the carrier to give such notice, 
it either becomes absolutely liable or assumes the burden of 
proving the regularity of all proceedings on which the goods were 
taken, unless it can show that the owners had actual knowledge 
from other sources in due time to assert his rights, or unless, 
under the circumstances of the particular case, no notice could 
possibly have given the consignors an opportunity to protect 
themselves, 


., If the carrier has failed to give timely notice to the owner, 
It is not protected by the fact that the writ is regular on its face, 
if it is void in law. However, if the notice is promptly and 
Properly given, an action for conversion will not lie, for the 
carrier has a right to assume that the party notified will attend 
to his property and protect it in the suit; and no duty rests on 
the carrier to defend the suit or to exert itself to save the goods, 
where seasonable notice has been given the owner. But if the 
—_ are not actually taken from the carrier, legal process will 
urnish no excuse for failure to transport and deliver. Further- 
more, a carrier will be liable for failure to deliver, in case the 
800ds were not subject to seizure; as, for instance, where the 
£00ds were seized under process against one not the owner, or 
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where the goods cannot be lawfully attached on measne process. 
See, C. B. & Q. vs. Fowler, 27 S. W. (2d) 72. 


Routing and Misrouting—Class vs. Commodity Rate 


Pennsylvania.—Question: There is a special community rate 
applying on a certain commodity from origin point “A” to desti- 
nation point “B” via gateway “X.” This rate of 38 cents, of 
course, supersedes the class rates for movement via “X,” but it 
so happens that the class rates applying between the same points 
via route “Y” is also 38 cents. If a shipment is offered at “A” 
without any routing being shown, must it be forwarded via gate- 
way “X” under authority of the ruling that a commodity rate 
always supersedes a class rate between two points, or may it be 
sent via “Y” on the basis of the argument that no commodity 
rates are in effect via “Y” and, therefore, the shipment may be 
sent via that route at the class rates? 

Answer: A shipper may offer his freight without any routing 
instructions, in which event it is the duty of the carrier. to route 
it via the cheapest reasonable available route. In re Investigation 
of Changes in Rates on Grain, 21 I. C. C. 28; Goodkind Brothers 
vs. C. I. & L. Ry. Co., 21 I. C. C. 17; Willman & Co. vs. St. L. 
I. M. & S. Ry., 22 I. C. C 405; Lord & Bushnell Co. vs. M. C. R. 
Co., 22 I. C. C. 463. 

In Cressey & Co. vs. C. M. St. P. Ry. Co., 18 I. C. C. 132, 
cited in Whaley-Warren Lumber Co. vs. C. C. & O. Ry., 21 I. C. C. 
530, the Commission describes as misrouting a movement which 
fails to take a route over which the shipment properly should 
have moved, as well as one which was in violation of specific 
instructions of the shipper. 

In Spreckels Bros. Commercial Co. vs. Monongahela R. R. Co., 
18 I. C. C. 190, the Commission stated that if the shipper is in 
doubt about the rate he can tender the traffic to the carrier 
without routing instructions and he is entitled to the lowest 
rate. 

While it is true that the establishment of a commodity rate 
removes the application of a class rate between the same points, 
this rule is subject to the qualification that the commodity rate 
must apply via the same routes over which the class rate applies. 
If the class rate applies via one or more routes over which the 
commodity rate is not applicable, the class rate must be applied 
via such routes, and, in our opinion, it is the duty of the carrier 
to forward the shipment via a route over which the lower class 
rate applies. 

Damages—Measure of—Conversion 


Ohio.—Question: We would appreciate your furnishing refer- 
ence to cases decided as given in the following transaction: 

We sold a carload of coal to our customer at X, agreeing 
to accept $75 on sight draft and the balance within sixty days. 
We sent our draft along with order notify bill of lading to the 
bank and it appears that our customer had a blanket bond ar- 
rangement with the carrier wherein shipment was delivered with- 
out surrender of the shipper’s order bill of lading. 


We understand that the bond was not sufficient to cover the 
shipments made by other accounts to the buyer, who subsequently 
become insolvent. We would like to know if the railroad in this 
case is responsible for the invoice value of our shipment or 
whether it is only responsible for the amount of the draft. , 


Answer: The measure of damages for the conversation by a 
carrier of goods intrusted to it for transportation, is the value 
of the goods at the time and place of the conversion. Some deci- 
sions hold that from this amount freight charges are to be de- 
ducted, and in a number of decisions interest on the value of 
the goods has been allowed. Southern Express Company vs. 
Reagin, 228 Fed. 14; People’s State Savings Bank vs. Missouri, 
etc., R. Co., 178 S. W. 292. 

In Belden vs. Boston, etc., R, Co., 92 Atl. 212, it was held 
that the fact that drafts attached to the bill of lading were for 
more than the value of the goods does not affect the measure 
of damages for conversion of the shipment by delivering it with- 
out presentation of the bill of lading. 

While we locate no case specifically in point, it is our 
opinion that the principle of the above referred to case is applic- 
able in the instant case and that the value of the goods can be 
recovered, regardless of the fact that the draft was only in part 
payment. 

Sales 

Florida.—Question: There are two available routes from A to 
B, one being all-rail and the other rail-and-water. Rates applicable 
via the rail-and-water route are cheaper than the rates applicable 
over the all-rail route. Consignee purchased a commodity from 
consignor F. O. B. origin at A, but did not specify routing desired 
for the movement of the commodity to destination B. Consignor, 
without ascertaining consignee’s desires in the matter, delivered 
the shipment to the agent at origin on an all-rail bill of lading. 
Upon arrival at destination consignee paid the freight charges, 
based upon the higher rate, and the question that has now arisen 
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is whether the consignor is liable to the consignee for the excess 
freight charges borne on the shipment. 

I would appreciate being furnished with either court or Inter- 
state Commerce Commission decisions dealing with this matter. 

Answer: Where no particular route or carrier is specified in 
the contract, the seller may ship the goods by the ordinary means 
and usual routes of carriage. Phoenix Lock Works vs. Capelle 
Hardware Co. (Del.), 32 Atl, 79. 

In the case above referred to it was held that where the seller 
and buyer do not reside at the same place, and the goods bought 
are, by contract between the parties, to be forwarded to the 
latter to complete the sale, it is the duty of the former to send 
them in a reasonable time, and by some one of the ordinary 
means of transportation (if there be more than one) that will be 
convenient to the buyer and not more expensive than others of 
like effect, in the absence of an agreement or order by the buyer 
that they shall be sent forward by any particular means. 

Ordinarily, the seller must in delivering the goods to the 
carrier exercise due care and diligence to provide the buyer a 
remedy over against the carrier in case of their loss or destruc- 
tion. Miller vs. Harvey, 116 N. E. 781. 

It is the duty of the seller to take usual and reasonable pre- 
cautions to secure the safe delivery of the goods, and he will be 
liable for the failure to insure, if he is instructed so to do, but 
he is not liable for the failure to insure the goods in the absence 
of instructions. Bartlett vs. Jewett, 98 Ind. 206; Hanan vs. 
Bowles, 25 La. Am. 453. 

We can locate no cases specifically in point, but it would 
appear that if the rail-and-water rates include insurance, it is 
the duty of the seller to ship by the cheaper route. If, however, 
the rail-and-water rates do not include insurance and the seller 
has not been instructed to insure the goods there appears to be 
no duty on the part of the seller to ship the goods by the rail-and- 
water route, in view of his obligation to exercise due care and 
diligence to provide the buyer a remedy over against the carrier 
in case of their loss or destruction. 


Damages—Measure of—Freight Charges 


Texas.—Question: I desire to take issue with your views in 
your answer to “Indiana” in the Traffic World of July 13, page 68. 

Let me ask Indiana why he assumed the “white man’s 
burden” and agreed to permit the carrier to return him the 
goods at all? The claim had been paid, which made the con- 
signor whole and that settled it. Now comes the carrier when 
it finds the consignee will not accept the shipment, and unloads 
the salvage back on the shipper, thus avoiding all the profit he 
had made on the sale. Indiana had sold the goods in good faith 
and was entitled to the profit, but if he refunds the carrier the 
full value, he makes no profit whatever. The proper offer to 
the carrier was the value of the salvage, but he was under no 
obligation to accept it at any price. 

Answer: While as a practical matter, the consignor might 
have refused to accept a return of the goods from the carrier, 
from a legal standpoint, it being the duty of the owner of the 
goods to accept a shipment delayed in transit, regardless of the 
length of the delay, the carrier would have been within its legal 
rights in demanding that the owner accept the goods. 

Furthermore, as the shipper states that the goods can be 
resold at the original price, it seems to us that a refund of 
the freight charges, which in effect is what was suggested in 
the last paragraph of our answer, would make the shipper 
whole, assuming that there is a market for the goods. If not, 
the loss of the sale by reason of the delay would, under the 
principle of the decision in Illinois Central R, R. Co. vs. Crail, 
281 U. S. 57, 50 S. Ct. 180, be a factor in determining “the loss 
proximately caused by the delay.” 


Tariff Interpretation—Application of Emergency Charge to 
Shipments Moving on Any-Quantity Rates 


Maryland.—Question: We have noted in the June 29th issue 
of The World World, on page 1271, under the above caption, your 
interpretation of the application of emergency charges to ship- 
ments moving on any-quantity rates. 

The position taken and the interpretation made by the 
X Steamship Line, as to the elimination of emergency charges on 
carload shipments of citrus fruit, is based on Items 50 and 50-A 
as amended, in Supplement No. 2 to Agent Sedgman’s Shipping 
Board Emergency Tariff No. 13, to which the local port-to-port 
tariffs of the X Steamship Company are made subject, together 
with the provisions of Item 40 of the same tariff, covering differ- 
ential rates, which provides “When the shipments move via all- 
wall, water-and-rail, rail-and-water or rail-water-rail, the amount 
of the emergency charge will be the same as would be applicable 
if the shipments moved all-rail, from and to the same points.” 
Therefore, in view of the fact that the all-rail tariff, Agent 
Speiden’s I. C. C. No. 1828, publishes the all-rail rates on citrus 
fruits, at a carload minimum weight of 32,400 pounds, it is, in our 
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opinion, necessary to observe the all-rail carload minimum weight, 
otherwise we would certainly violate the provisions of Item 49 
for the reason that we would not be using the same basis, as 
by the all-rail route, for the purpose of assessing or eliminating, 
as the case may be, the emergency charge provisions by the all. 
rail route. 

It seems to me that in writing your opinion, you overlooked 
the provisions of Item 40, of the Emergency Tariff, which re. 
stricts the emergency charges by the all-water route, on the 
same basis as the all-rail. In view of the fact that the all-rajj 
tariff provides a carload minimum on citrus fruit, different from 
that in the classification, which would be observed by the all-rajj 
route, it is necessary that the same minimum be observed by 
the all-water route, in order to fully comply with the provisions 
of Item 40 of the Emergency Tariff. 

Answer: As to a shipment moving prior to June 20, th 
effective date of Item 40-A, which materially modified the provi. 
sions of Item 40, apparently the purpose of Item 40 of the 
Emergency Tariff is that which you have stated, and, therefore, 
our answer should be amended accordingly. 


Overcharges—Refund of—Party Entitled to 


Ohio.—Question: On January 26, 1935, we filed with carrier 
X claim account of duplicate payment of freight charges on a 
carload shipment from point A, destined to point B, the entire 
movement being via carrier X. 

In presenting our claim we enclosed the original paid freight 
bill covering charges paid at point A, also the original paid 
freight bill covering charges paid at point B, and in the mean. 
time carrier X advises that refund has been made by agent at 
point A, and retains the original paid freight bill covering 
charges paid at point A. 

Our contention is that when a claim is declined by a carrier 
all papers are returned to the party filing the claim. Also our 
contention is that the carrier, in making refund without the 
original paid freight bill, is in error as our claim was properly 
supported with two original paid freight bills properly receipted 
and stamped paid. 

Will you please give us your opinion. Also advise if we 
have any recourse against the carrier to obtain refund or return 
of original paid freight bill, which they retained. 

Answer: With respect to this question, see the decision of the 
Commission in Ludowici-Celadon Company vs. Florida East 
Coast Railway Co., 35 I. C. C. 81, in which case the Commission 
said that carriers must refund promptly all charges unlawfully 
collected, and that they had had occasion to censure any unneces- 
sary delay by carriers in making refund, In this case the Com- 
mission also said that the possession of the freight bills is not 
the only competent evidence of the persons entitled to refund; 
that if the acts of the real owner give the proposed payee the 
ostensible right to receive the refund, payment to the latter is 
valid. The consignee’s acceptance of the goods involved in the 
case cited and payment of the freight charges constituted it the 
ostensible owner of the goods or agent for the real owner. 
The complainant was responsible for the presentation. The Com- 
mission held that the delivering carrier was uninformed of the 
contract relations between complainant and the consignee, and 
under the circumstances was under no duty under the act to 
inquire into them, and therefore the refund to the consignee was 
justified. The Commission held that the complainant was asking 
that they adjudicate its rights and those of the consignee under 
the contract of sale, which is not the function of the Commission, 
and dismissed the complaint. 


Limitation of Actions—Six Months’ Rule 


Ohio.— Question: On March 13, 1935, we filed a claim for 
overcharge with carrier B on a less-than-carload shipment, the 
freight bill being dated March 14, 1932, shipment delivered on 
March 15, 1932, and charges paid on March 17, 1932. 

The carrier has declined our claim account of claim not being 
filed within the statute of limitation. We do not agree to this 
as subdivision (e) of paragraph 3, of Section 16 of the Interstate 
Commerce Act reads: 

“The cause of action in respect of a shipment of property 
shall, for the purposes of this section, be deemed to accrue upon 
delivery or tender of delivery thereof by the carriers, and not 
after.” 

The shipment in question was delivered on March 15, 1932, 
and claim was received by the carrier on March 15, 1932. There 
fore, we contend that cause of action shall accrue upon delivery. 

In view of the above, will you please advise if our conten- 
tion is correct, that claim was filed within the statutory period. 

Answer: Under the provisions of subdivision (c) of para 
graph 3 of Section 16 of the Interstate Commerce Act, a com 
plaint for recovery of an overcharge may be filed with the 
Interstate Commerce Commission within six months from the 
time notice in writing is given by the carrier to the claimant of 
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the disallowance of the claim, provided a claim for the overcharge 
has been presented in writing to the carrier within the three-year 
period of limitation. The three-year period of limitation is the 
period fixed by this subdivision as the time within which an 
action at law shall be begun or complaint filed with the Com- 
mission. 

As you state, under subdivision (e) of paragraph 3 of Sec- 
tion 16 of the act, the cause of action accrues upon delivery or 
tender of delivery of a shipment. Therefore, the action in the 
instant case accrued on March 15, the date of delivery of the 
shipment, and not on March 14, the date of the freight bill, or 
March 17, the date of the payment of the freight charges. 

You state in the first paragraph of your letter that the claim 
was filed on March 13, 1935, and later on that the claim was 
received by the carrier on March 15, 1932. Presumably the 
latter date should be March 15, 1935. If so, the date of the 
receipt of the claim is the date which should be used in deter- 
mining whether the claim was filed within the three-year period 
of limitation in accordance with the provisions of subdivision 
(c) of paragraph 3, of Section 16 of the act. In that connec- 
tion see our answer to “New York” on page 1220 of the June 
92, 1935, Traffic World, under the caption, “Limitation of Actions 
—What Constitutes Presentation of Claim Within Provisions of 
Paragraph (e) of Section 2 of Bill of Lading.” It is our opinion 
that the principle of the decision of the Commission in Amer- 
ican Salt Company vs. Atchison, T. & S. F. Ry. Co., 179 I. C. C. 
489, determines whether the claim was filed with the carrier 
within the statutory period of time. In this case the Commission 
reversed former decisions and held that a complaint filed on 
November 20, 1930, was seasonably filed within the 90-day period 
of imitation where additional freight charges were collected 
on August 22, 1930. In other words, that the date upon which 
additional charges were collected is not to be included in com- 
puting the 90-day period of limitation. The Commission’s de- 
cision in American Salt Company vs. Atchison, T. & S. F. Ry. 
is based upon the decision in Burnet vs. Willingham L. & T. 
Co., 282 U. S. 487, 51 S. Ct. 185. 

If the facts are as stated above, it would appear that your 
claim was filed with the carrier within the three-year period of 
limitation and that you have six months from that date within 
“~~ to file a complaint with the Commission if it is necessary 
to do so. 


Routing and Misrouting—Conflict Between Rate and Route in 
Bill of Lading Covering Movement from Transit Point 


Ohio.— Question: Will you kindly give us your opinion on 
the following rate and route problem? 

A car of flour, milled at Toledo, O., from grain originating 
on the C. & O. at Pemberville, O., was consigned to Mansfield, 
0, via W. & L. E. Ry. to Monroeville, O., thence via B. & O. 
R. R. to Mansfield. 

After the car had been received by the B. & O. R. R. at 
Monroeville, consignee’s representative, presenting an exchange 
bill of lading previously prepared, reconsigned the car to New 
York City. 

The consignee had inserted routing on the bill of lading 
as B. & O. R. R.-L. V. and carrier’s agent inserted through rate 
of 29c (rate from Pemberville to New York) and shipment was 
prepaid through on that basis. 

The delivering line, the Lehigh Valley, raised the rate to 
37¢ based on the rate from Buffalo, claiming no through rate 
was in effect from the originating point via the route the car 
moved. Careful inspection of tariffs proves this to be true. The 
carrier is now endeavoring to collect the additional freight 
charges /from us. Our contention is that at the time of recon- 
signment the carrier’s agent should have notified the consignor 
that ‘no through rates were in effect via the route specified and 
also as long as the carrier’s agent inserted the through rate on 
the bill of lading it obligates the carrier to protect it. 

What we wish to learn is if the carrier has a just claim 
against us and if their claim would hold should they take legal 
action to collect. 

Answer: Where there is a conflict between the rate and 
route in a bill of lading it is the duty of the carrier to ascertain 
from the shipper whether the rate or the route shall be observed, 
failing to do which, the carrier is liable for any resulting injury 
to the shipper. Altitude Petroleum Co. vs. F. W. & D.C.R.R. Co. 
118 I. C. C. 572. 

That the above ruling will apply to a shipment moving from 
a transit point would seem to follow from the Commission’s 
findings in Carolina Portland Cement Co. vs. Director-General, 
57 I, C. C. 496, to the effect that, in the absence of routing 
Instructions, carrier must forward shipments from the transit 
— via the route which will produce the lowest total charge 
ao Point of origin to point of final destination; also the 
oe mnncton's holding in Gibson Fruit Co. vs. C. & N. W. Ry. 
re 21 I. C. C. 644, cited in Empire Lumber Co. vs. Director- 
eneral, 88 I. C. C. 424, that in executing reconsigning orders 
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the provisions of Conference Ruling 474 (c) were applicable. 

However, in the instant case it appears that the rate was 
inserted by the carrier-and not by the shipper, the bill of,lad- 
ing containing only the route when presented to the carrier, and 
if so there was no conflict within the principle of the decision 
in Altitude Petroleum Co. vs. F. W. & D. C. R. R. Co., cited 
above. 

With respect to the liability of the carriers for freight 
charges where a shipment is reconsigned by the original con- 
signee, there are several cases involving the liability of the 
party who reconsignes the shipment for freight charges, some 
of which hold that party liable, while other cases hold the 
party reconsigning the shipment not to be liable for the freight 
charges. The cases which hold that the party who reconsigns 
a shipment is not liable for the freight charges are Davis vs. 
City Fuel Co., 248 S. W. 572; C. & O. Ry. Co. vs. Southern 
Coal, Coke & Mining Co., 254 Ill. App. 238; Dare vs. N. Y. C. 
R. R. Co., 20 Fed. (2d) 379; N. Y. C. R. Co. vs. Sharp, 206 N. Y.S. 
755; C. C. C. & St. L. vs. Southern Coal & Coke Co., 248 S. W. 
297; Wallingford Bros. vs. Bush, 265 Fed. 949; Railroad Co. vs. 
Browne Grain Co., 166 S. W. 400, the latter two cases being 
cited in the first case referred to. 

"the cases which hold to the contrary are N. Y. C. R. Co. 
vs. Warren-Ross Lumber Co., 137 N. E. 224; New Jersey Central 
Ry. vs. McCartney, 52 Atl. 575; C. B. & Q. R. Co. vs. Evans, 
228 S. W. 853; R. Co. vs. Townsend, 100 Atl. 355; N. Y. C. R. 
Co. vs. Mahoney, 244 N. Y. S. 395; P. R. R. Co. vs. Rice Coal 
Co., 148 N. E. 349; Wabash Ry. Co. vs. Horn, 40 Fed. (2d) 905; 
Central R. Co. of N. J. vs. National Asbestos Mfg. Co., 127 Atl. 
184, and C. L. Hills Co. vs. L. & N., 162 N. E. 761. 


Under the decisions that hold that the party reconsigning 
the shipment is not liable for the freight charges, the only 
ground on which liability could be placed upon the original 
shipper is that he caused the shipment to be placed in cars 
and transported subject to reconsignment under the provisions 
of the carrier’s reconsigning tariffs. It would seem more 
equitable, however, that the original shipper should be liable 
only for the amount of freight charges to the point shown as 
the destination in the original contract of shipment entered 
into by him with the carrier at the original point of shipment. 


Tariff Interpretation—Application of Rule 13 in Connection with 
Section 4 of Rule 10 of Classification 


Ohio.—Question: Will you kindly advise us if carriers are 
justified in increasing the weight of a less-carload-shipment to 
a minimum of 100 pounds when consolidated with a carload 
shipment, all articles in the car being on one bill of lading? 

Inasmuch as the commodities, namely, carload fire brick 
and L. C. L. bundles of corrugated boxes, do not mix at the 
carload rate, we deem we should pay L. C. L. rate on the corru- 
gated boxes at actual weight when weighing less than 100 
pounds. 

Answer: Inasmuch as Section 4 of Rule 10 of the classifica- 
tion does not make reference to the provisions of Rule 13 and 
that the portion of a shipment subject to the provisions of 
Rule 10, which is charged for at the less-than-carload rate is, 
in the absence of a provision to the contrary, to be treated as 
a part of the mixed carload shipment, we are of opinion that 
the provisions of Rule 13 do not govern Section 4 of Rule 10. 


Routing and Misrouting—Conflict Between Rate and Route in 
Bill of Lading 


Massachusetts.—Question: We recently shipped several car- 
leads of unmanufactured tobacco from points in Kentucky to 
Boston, Mass., for export, and when we presented the domestic 
bills of lading to the railroad agent at the point of origin, we 
showed thereon the complete route, as well as the various junc- 
tion points, and also specified the rate to apply. 

In every instance the railroad agent not only accepted the 
freight, but also accepted the bill of lading containing the route 
and: rate specified by us and prepaid the freight charges on 
said basis. 

It now develops that there are no provisions for the routes 
specified by us and even though the cars moved as routed by 
us, the carriers will, in all probability, at a later date, approach 
us for additional freight charges, on the basis of the combina- 
tion rates. 

While we are not certain, we lean to the belief that since 
the complete routing and junction points, as well as freight 
rate, was shown on the domestic bill of lading, and, added to 
this the fact that it was signed for and accepted by the rail- 
road agent, the carriers would not be justified in requesting 
us to assume additional freight charges. 

We would appreciate your advice on this matter. 

Answer: If the rate shown in the bill of lading is applicable 
via a route other than that shown in the bill of lading, and the 
initial carrier is a party to this rate, there was a conflict in 
the bill of lading routing instructions making it the duty of 
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Transportation, Production 
& Marketing 


Demurrage Tariffs 
Freight Routing 


This announcement is made to spare you the inconveni- 
ence of placing an order that cannot be filled. 


Still Available 


Until further notice, copies of all the manuals listed 
below are for sale: 


Principles of Freight Traffic, by G. Lloyd Wilson 

Sixteen chapters covering railroad freight traffic de- 
partments, rules of freight classification, principles of 
rate making, tariff construction and interpretation, 
principles of rate structures, analysis of rate structures 
in Eastern, Southern, Western Trunk Line, Southwest- 
ern, Pacific Coast and Transcontinental territories, and 
the elements of export and import rates. 50 cents. 


Current Transportation Subjects, by Lewis C. Sorrell 
Fourteen chapters covering appraisal of traffic manage- 
ment, railroad consolidation, motor transport, aviation, 
the waterways, store door delivery, the container car, 
political rate making, railroad valuation, intercoastal 
competition, an American merchant marine. 25 cents. 


Freight Tariffs, by G. Lloyd Wilson 
Twenty-three chapters covering rules of compilation and 
publication, tariff publishing agents, special tariffs, routes 
and routing, rate application, changes, how to build a 
tariff file. 50 cents. 


Diversion and Reconsignment, by G. Lloyd Wilson 
Eight chapters covering the tariff rules and regulations, 
steps taken in effecting the changes, switching limits, 
holding points, cost of and charges for service, special 
arrangements on coal, fruits and vegetables and other 
commodities. 50 cents. 


Transit Services and Privileges, by G. Lloyd Wilson 
Thirteen chapters covering development of services, 
typical arrangements, fabricating, milling and malting, 
services on forest products, cotton, animals, etc., stor- 
age. 50 cents. 


oa of Railroad Traffic Departments, by Charles E. 
arks 
Seven chapters covering the three railroad divisions, 
educational requirements, instruction, avenues of pro- 
motion, opportunities. 50 cents. 


Special Freight Services, by G. Lloyd Wilson 
Twelve chapters covering nature of various services, pro- 
tection of freight in cars, perishable freight, caretakers, 
peddler cars, package cars, preference freight, rail-motor 
services. 50 cents. 


Terminal Freight Services and Allowances (2 Volumes), 
by G. Lloyd Wilson 


Volume I has nine chapters covering lighterage and float- 
age, elevation of grain, trap-cars, storage. 50 cents. 
Volume II has eight chapters covering switching, spot- 
ting allowances, cartage and drayage allowances, weigh- 
ing rules and charges. 50 cents. 


TRAFFIC WORLD manuals may be ordered at the single 
copy prices listed; any two for 75 cents; three or more, 
35 cents each. Postage is prepaid. 


Complete Set of All Manuals..... 
Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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the initial carrier’s agent to ascertain from the shipper before 
forwarding the shipment whether he desired that the instry. 
tions as to the rate of the route should govern. The carrier jy 
responsible for any damage which may have resulted from the 
failure of its agent to follow this course. Brownell Improvemen; 
Co. vs. B. & O. C, T. R. Co., 85 I. C. C. 461. 

If the rate shown in the bill of lading is not applicable yj, 
any route to which the initial carrier is a party, and there js 
no route to which the initial carrier is a party via which , 
cheaper rate applies than that applicable via the route specifig 
in the bill of lading, there was no obligation on the part of 
the initial carrier’s agent to advise the shipper that the rate 
could not be protected or to turn the shipment over to a cop. 
petitor via whose line the rate shown in the bill of lading 
applies. McLean Lumber Co. vs. L. & N. R. Co., 22 I. C. C, 349 

If the rate shown in the bill of lading does not apply yig 
any route but a lower rate applies over another route to which 
the initial carrier is a party, under the decision in Union Say. 
mill Co. vs. St. Louis, I. M. & S. Ry. Co., 40 I. C. C. 661, it was 
the duty of the initial carrier to obtain further and definite jp. 
structions from the consignor, failing to do which it is liable fo; 
the difference between the rate applicable via the route shown 
in the bill of lading and the rate applicable via the lower rated 
route to which the initial carrier is a party. 

If the rate shown in the bill of lading is not applicable via 
any route to which the initial carrier is a party, but a lower rate 
applied via another route to which the initial carrier is a party, 
it was the duty of the initial carrier to obtain further and def. 
nite routing instructions from the consignor, and if this duty 
was not performed, the initial carrier must protect the rate 
in effect over the cheapest route affording it a line haul. $t. 
Louis Cooperage Co. vs. B. & O., 161 I. C. C. 258. 





Personal Notes 





Fred H. Law, assistant to the vice-president in charge of 
traffic of the Illinois Central, has been appointed general traffic 
manager for that railroad, at Chicago. 

E. T. Gillooley has been appointed general passenger agent 
for the Delaware and Hudson at Albany, N. Y., succeeding M. J. 
Powers, who died. 

The land, right of way and real estate departments of the 
Soo Line have been consolidated. R. S. Claar has been appointed 
real estate and land commissioner and H. S. Funston assistant 
real estate and land commissioner, with headquarters at Min- 
neapolis. Harold A. Sparks has been appointed superintendent 
of the railroad’s Minnesota division, at Enderlin, N. D., and 
Arthur C. Peterson superintendent of the Winnepeg division, 
at Thief River Falls, Minn, 

S. P. Hardin, commercial agent for the Louisiana and Arkan- 
sas Railway at New York, has been appointed commercial agent 
for the same railroad at Chicago. 

A. J. McCarthy, general manager, Roosevelt-International 
Mercantile Marine Company, has been elected chairman of the 
New York Shipping Association, succeeding Oakley Wood, who 
died. Christain J. Beck, managing director, Hamburg-American 
Line—North German Lloyd in the United States, was elected 
vice-chairman. 

G. H. Rehm has been appointed assistant general freight 
agent for the Colorado and Southern, at Denver. 





Doings of the Traffic Clubs 





The Miami Valley Traffic Club will hold a golf tournament 
at the Springfield Country Club, Springfield, O., August 15. 





The Pacific Traffic Association, San Francisco, will hold 4 
showboat cruise aboard the steamer City of Sacramento August 
18. Beside theatrical entertainment there will be dancing. Re 
freshments will be served. Jack Kelly is chairman of the com 
mittee in charge. 





More than 900 participated in the moonlight cruise of the 
Traffic Club of Baltimore, aboard the steamer State of Delaware 
July 29. Many members of the Women’s Traffic Club of Baltt 
more participated. There was dancing and a motion picture 
show. Members of the club and of the women’s club wefé 
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guests of the Baltimore International League Base Ball Club 
at a night game against the Buffalo team August 1. 





The New Britain Traffic Association will hold its summer 
golf outing at the Country Club of Farmington, Conn., August 
29. Luncheon will be served. 





Members of the Indianapolis Traffic Club, their families, 
and friends, to the number of 300, attended the annual outing 
of the club, held at Culver Military Academy, Lake Maxinkuckee, 
Ind., July 27. A special air-cooled train transported the party. 
Brigadier-General Leigh R. Gignilliat, superintendent of the 
academy, welcomed the visitors. There was a program of sports, 
headlined by a game between teams of shippers and carriers, 
won by the former by a score of 9 to 8. In the early evening 
there was a revue of naval cadets, woodcrafters and the cavalry 
corps. Dinner was served in the cadet mess hall. 





Manager Jimmy Dykes of the Chicago White Sox baseball 
team was the guest of honor at a Dykes day luncheon at the 
Chicago Traffic Club, Palmer House, July 31. Other guests 
included several members of the White Sox and Cleveland teams, 
and Harvey T. Woodruff, former sports editor of the Chicago 
Tribune. Hal Totten, radio sports announcer, was master of 
ceremonies. After the luncheon more than 200 members of the 
club attended the game between the White Sox and the Cleve- 
land Indians. 





Members of the Birmingham Traffic and Transportation 
Club will make an inspection tour of the Warrior River, Bank- 
head Lake, and Lock 17 August 6. The party will leave Bir- 
mingham over the Birmingham and Southern at 7:30 a. m. and 
return at 6:30 p. m. Lunch will be served aboard one of the 
federal barges. R. W. Morris is chairman of the committee in 
charge. The club at a meeting July 17 tabled the resolutions 
opposing the so-called railroad labor bills in Congress adopted 
at the Virginia Beach Meeting of the Association Traffic Clubs 
of America. It is the only club that has taken unfavorable 
action on the resolutions. 





The Traffic Club of St. Louis has sent to the members of 
the Senate judiciary committee a letter expressing disapproval 







P, B. Beidelman 
Freight Traffic Mgr. 
St. Paul, Minn. 


C. F. O'Hare 
Asst. Gen. Freight and 
Passenger Agent 

Helena, Mont. 
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of the Wagner bill (now dead) to restrict practice before goy. 
ernment departments and commissions to licensed attorneys, 





The Women’s Traffic Club of Los Angeles held a dinner at 
the La Golondrina restaurant July 31. There was no forma] 
program of speakers or entertainment. Ann Boeckling wag 
chairman of the committee in charge. 





At a meeting July 18 the Omaha Traffic Club voted unapj. 
mously to ratify the resolutions opposing railroad labor bills 
in Congress adopted at the May meeting of the Associateg 
Traffic Clubs of America at Virginia Beach. 





The annual outing of the Oklahoma City Transportatioy 
Club will be held at the Twin Hills Country Club September 5, 
There will be golf, swimming, dancing, cards and games for 
children. Refreshments will be served. A. R. Brown, R. B. 
Shepherd, M. W. Bell, V. C. Fagan and Bob Nixon are members 
of the committee making arrangements. 





T. C. Burwell, vice-president and traffic manager, A. — 
Staley Manufacturing Company, and F. A. Walker, traffic map. 
ager, Decatur Milling Company, will be the delegates represent. 
ing the Transportation Club of Decatur, IIl., at the meeting of 
the Associated Traffic Clubs of America in Indianapolis jp 
October. 


LOCOMOTIVE INSPECTORS 


The Senate has confirmed the appointment of John M. Hall 
to be chief inspector of locomotive boilers and of John Brodie 
Brown to be assistant chief inspector of locomotives, in the 
Bureau of Locomotive Inspection of the Commission. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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SHIP YOUR FREIGHT 


Between 
WINNIPEG, PORTLAND, SEATTLE, TACOMA, 
SPOKANE, KLAMATH FALLS, SACRAMENTO, 
OAKLAND, SAN FRANCISCO, VANCOUVER at 


ST. PAUL, MINNEAPOLIS, DULUTH, 


VICTORIA, B. C., and Intermediate Points. 


MAKE YOUR VACATION OR BUSINESS TRIP EAST 
OR WEST ON THE COMPLETELY AIR-CONDITIONED 
a BUILDER Via SCENIC GLACIER PARK ROUTE 

etween 
SEATTLE, TACOMA, PORTLAND, other NORTH- 
WEST CITIES and NATIONAL PARKS, ALASKA, 


CHICAGO, TWIN CITIES, SPOKANE, 


CALIFORNIA. 
GET MORE FOR YOUR MONEY 


Low Summer Fares—Dining Car Meals as Low as 50c. 


A. J. Dickinson P. H. Burnham Cc. W. Meldrum 
- * er _ Msgr. Western Traffic Mar. Asst. Gen. Passenger 
aul, Minn. Seattle, Wash. Seattle, Wash. 
H. G. Dow T. J. Shea B.S 
Eastern Traffic Mgr. Asst. Gen. Frei ht Agent General Feast rs 
233 Broadway 105 W. Adams St.,R. 620 759 Monad if 
New York, N. Y. Chicago, Ili. San so Cal 
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8,000 miles in three weeks! 


ROUND AMERICA 
nit $Q AQ) cies 


This summer, in just three weeks’ time, you can take a train 
to New York, sail on a luxurious President Liner via Havana, 
through the Panama Canal to California, and then return 
home by rail—an 8,000 mile adventure for $240 First Class 
passage all the way. If you like, take longer and stopover 
anywhere, see the sights, and then catch the next or later ship. 
President Liners, smooth-riding, comfortable, are noted for 
their restful outside staterooms, their swimming pools, and 
broad play-decks. For details about this and other President 
Liner cruises, see your travel agent or... 


DOLLAR Steamship Lines 


NEW YORK - CHICAGO - SAN FRANCISCO 


and other principal cities 


EXPORTERS, IMPORTERS, 
FORWARDERS : 


and others interested in Germany 
are welcome to the free use of the 
German Railroad Freight Infor- 
mation Office. 


A thoroughly equipped bureau for the dissemination 
of informative data of every conceivable kind on export 
and import freight shipments between the United 
States, Canada, Germany and Central Europe. 


1. Advice, free of charge, is given te shippers and im- 
perters regarding freight traffic and tariffs ef Ger- 
many and all countries adjeining Germany. 


. Infermation may be applied for free of charge re- 
arding favorable transportation opportunities frem, 
= Kom | in transit through Germany. 

3. Irregularities in freight traffic with Germany, as far as 
it concerns routes via the German Railroad Company, 
are investigated en application. 


4. Furtherance ef effective mutual traffic connections by 
observation of freight traffic in order te establish 
actual demands. 


While all information is given free of charge, it is 
poms out again that this bureau does not handle any 
orwarding or shipping, and, therefore, inquirers are un- 
der no obligation whatsoever for any services rendered. 


t@ FREE: New Map of Germany “@} 


WRITE TO 


GERMAN RAILROAD COMPANY 


Freight Information Office 


HANS ENGEL, General Representative 
11 BROADWAY, NEW YORK CITY 
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anic AL 


Wwe 


THE HORSE 


WAS LOST 


The old story of the nail, shoe, horse and kingdom 
being lost because they were inter-dependent is fa- 
miliar to everyone. It is even more true in the me- 
chanized world of today. Breakdowns and mishaps 
are no respecters of occasion. They occur when least 
expected. It is then, as on every other occasion for 
swift transportation of products or merchandise, that 
you will find Railway Express a blessing. Order all 
your shipments by Railway Express—the safe, sure 
way, the way of fast passenger trains, swift pick-up 
and delivery, and low costs. No part too large or too 
small. For service or information telephone the near- 
est Railway Express Agent. 


RAILWAY 
EXPRESS 


AGENCY, INC. 


NATION-WIDE RAIL-AIR SERVICE 
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Cegulee. fast |) rome 
| Gowen y 4 . NEw YORK, 
BOSTON, 


NEW ORLEANS, 
Los ANGELES HARBOR, 
SAN FRANCISCO, ano ST. JOHNS, N. B. 


‘AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 

also 


WEST COAST PORTS of CENTRAL end SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAFFIC DEP’T 


New York........ Plier 3, Nerth River New Orieans..... 321 St. Charles St. 


errrrrrrr rrr Tree Leng Wharf Agency, 68 Old Broad Street 


Also regular weekly passenger service (and “Guest Cruises’’) 
to the West Indies and Caribbean. 





HOW DOES 
YOUR 
COMPETITOR SHIP? 


Sometimes it is difficult to find out. How- 
ever, your shipments must get to their 
destination as fast as his . . - quicker if 
possible. When you ship your goods over 
the short, fast route to and from the Orient 
—via Seattle and American Mail Line Presi- 
dent Liners—you can be sure they will arrive 
in the fastest possible time. A President 
Liner leaves Seattle every alternate Saturday ; 


one arrives in Seattle every alternate Tuesday. 


In addition, a fleet of fast cargo liners with 
regular frequent sailings augments this service 
to Japan, China, Hongkong and the Philippines. 


For information, apply desk No. 6 
21 West Street 
1714 Dime Bank Bldg 
110 So. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building Seattle 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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RAIL TRAFFIC ORGANIZATIONS 


The Trafic World Washington Bureay 


A report on railway traffic organizations, prepared by J, Rr 
Turney, chief of his section of transportation, has been gy}. 
mitted to the regional coordinating committees of the railroads 
by Coordinator Eastman. He told the committees that, while 
assembly of the information caused the railroads much labor 
the subject with which the report dealt was manifestly of great 
importance under present competitive conditions. 

“It is to the suggestions regarding cooperative action, hoy. 
ever, that I particularly call your attention,” said he in his lette; 
to the committees. “The facts brought out in the freight traff 
report, as well as in this report, emphasize the need for great, 
cooperation in the rate-making activities of the carriers.” 

He said a further field for cooperation lay in advertising 
and in the coordination of on-line and off-line agencies. 

Mr. Turney said the report was based largely on responses 
of class one railroads to an inquiry concerning the organizatioy, 
administration, functioning and effectiveness of freight traffic 
pricing and sales efforts. 


In 1933, said the report, railroads expended one one-hup. 
dredths of one per cent of their freight traffic revenue on adver. 
tising freight traffic. It said only twenty-two railroads expressed 
a disbelief in general freight advertising. It added that the 
others could not have had a very firm conviction that freight 
advertising was productive. 


The report said the railroads at present possessed potential 
advantages not obtainable from other transport agencies ani 
if, by improvement and modernization, they could attain the 
service efficiency studies indicated, “an advertising budget of 
one-half of one per cent of their freight revenue would probably 
be a most remunerative investment.” 


An outstanding defect in present traffic personnel activities, 
said the report, was the lack of adequate programs for training 
present employes. Thirty-two per cent of the carriers reported 
no program whatever. 


“The railway traffic department, to meet the new conditions 
which have arisen and the grave responsibilities which rest 
upon it, is in need of thoroughly reorganized functions, methods 
and personnel,” says the report. “This reorganization cannot be 
accomplished overnight, but will require years, perhaps a gen- 
eration, for its accomplishment. Generally, it appears that it 
should assume the following form: The pricing functions should 
be systemized and committed to a single agency; the sales func- 
tions should be integrated into a limited number of carrier 
groups; selling should be planned and directed by the central 
staff, rather than left to the salesman’s self-activation; sales 
efforts should be generally supplemented by a thorough and 
continuous advertising program; employe standards should be 
raised by use of a modern personnel program, and employes and 
officers should be constantly informed about the carriers, about 
their patrons, particularly the business of the latter, and should 
be given technical and professional training and education. 

“Employes’ progress should be examined periodically, to 
eliminate the unfit early in their employment and to assist, by 
education and direction, the fit to become more valuable to the 
carrier and to themselves.” 





Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


August 5—Washington, D. C.—Director Sweet: 
Finance No. 10882—In the matter of the C. M. St. P. & P. reor- 
ganization. 
August 5—Washington, D. C.—Examiner Law: 
Air Mail Docket No, 1—Air mail compensation. 
August 12—Frankfort, Ky.—U. S. Court Rooms—Examiner Mattinsly: 
27057—Emergency freight charges within Kentucky. 
August 12—Sumter, S. C.— Federal Bldg.—Examiner Molster: |. h 
* Finance No. 10843—Application of John Wilson, receiver of North- 
western Railroad Co. of South Carolina, for a certificate of public 
convenience and necessity permitting abandonment of line & 
tending from Wilson’s Mill to Camden, S. C. 
August 13—Washington, D. C.—Examiner H. C. Lawton: joule 
Fourth section application 15939—Newsprint paper from points 
Me. to Philadelphia, Pa.—Filed by W. S. Curlett. : ; 
Fourth section application 15941—Newsprint paper from points 
Quebec to Philadelphia, Pa.—Filed by W. S. Curlett. h 
Fourth section application 15969—Newsprint paper from St. JoseP 
D’Alma, Que., to Philadelphia, Pa.—Filed by W. S. Curlett. 
August 14—Nashville, Tenn.—U. S. Court Rooms—Examiner Mattingly: 
27040—Emergency freight charges within Tennessee. 
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Pioneer Steamship Line to Houston ) 
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August 14—Sumter, S. C.—Federal Bldg.—Examiner Molster: 

* Finance No. 10859—Application of Southern Railway Co. et al. 
for a certificate of public convenience and necessity permitting 
abandonment of a line of railroad extending from Sumier to 
Sumter Junction, S. C. 

August 15—Savannah, Ga.—U. S. Court Rooms—Examiner Molster: 

* Finance No. 10886—Application of Sylvania Railway Co. for au- 
thority to lease the properties of the Sylvania Central Railway Co. 

* Finance No. 10888—Application of Sylvania Railway Co. for authority 
to issue capital stock. 

August 15—Argument—Washington, D. C.: 

26991—Emergency freight charges within Indiana. 
August 16—Montgomery, Ala.—Alabama Public Service Commission— 
Examiner Mattingly: 
27058—Emergency freight charges within Alabama. 
August 29—San Francisco, Calif.—Merchants’ Exchange: 
Air Mail Docket No. 6—Air mail rates for Route No. 33. 


September 6—Chicago, IIl.—Morrison Hotel: 

25143—Swift & Co. et al. vs. N. Y. C. et al. (further hearing). 
September 6—Oral argument—Washington, D. C.: 
* 27025—Emergency Freight Charges within Oklahoma. 
September 10—Washington, D. C.—Examiner M. L. Boat: 

Fourth Section Application 15676—Authority to establish and main- 
tain rates on coke, coke breeze, dust and screenings from and/or 
between points in C. F. A., L F. A., W. T. L,, Sou., and T. L. 
territories. 

September 12—Albany, N. Y.—Public Service Commission Rooms—Ex- 
aminer Mattingly and Commissioner Mahaffie: 

26860—Albany Port District Commission vs. A. & W. Ry. et al. 


September 17—Washington, D. C.—Director Sweet: 
Finance No. 9952—Reorganization of the C. & E, I. Ry. under the 
amended bankruptcy act. 
September 17—Washington, D. C.—Examiner M. L. Boat: 
Fourth section application 15709—Petroleum products to North 
Plymouth, Mass.—Filed by W. S. Curlett. 


September 17—Washington, D. C.—Examiner Rogers: 
24050—A. Johnston Grand Chief Engineer of Brotherhood of Loco- 
motive Engineers et al. vs. A. C. L. et al. (further hearing). 


September 17-—Moline, Ill.—LeClaire Hotel—Examiner Fuller: 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 


September 18—Chicago, Ill.—Hotel Sherman—Examiner Steer: 
Rallway labor act No, 7—Chicago, N. S. & Milwaukee R. R. Co. 


September 18—Washington, D. C.—Examiner C. K. Glover: 
Fourth section application 14823—Iron and steel to south Atlantic 
ports—Filed by Curlett and Jones. (Further hearing.) 


September 19—Chicago, Ill_—Hotel Sherman—Examiner Fuller: 
26986—Amersil Co., Inc., vs. C. B. & Q. et al. 
Fourth section application 15902—Sand from producing points in 
Central territory—Filed by B. T. Jones. 
Fourth section application 15930—Sand from New England and 








Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
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Trunk Line territories—Filed by W. S. Curlett, Frank Van Um- 
mersen and B. T. Jones. ‘ 


September 23—Milwaukee, Wis.—Hotel Wisconsin—Examiner Fuller. 
23912—Malleable Iron Range Co. vs. Ann Arbor et al. ; 
24309—Malleable Iron Range Co. vs. C. M. St. P. & P. et al, 


September 24—Washington, D. C.—Examiner H. C. Lawton: 
Fourth section application No. 15940—Newsprint paper to central 
and trunk line territories—Filed by W. S. Curlett, Frank Van 
Ummersen, and B. T. Jones, agents. 
ener 25—Grand Rapids, Mich.—U. S. Court Rooms—Examiner 
uller: 
22053—Cadillac Malleable Iron Co. vs. Ann Arbor et al. 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 


September 27—Evansville, Ind.—U. S. Court Rooms—Examiner Fuller: 
1, & S. No. 4113—Molding sand from southern Indiana, proportionaj 
a 28—Indianapolis, Ind.—U. S. Court Room—Examiner Ful. 


er: 
16250—Indiana State Chamber of Commerce vs. B. & O. et al, 


captoaper 30—Cincinnati, O.—Netherland Plaza MHotel—Examine 
er: 
23446—Swayne Robinson & Co. et_al. vs. N. Y. C. & St. L. et al 
22338—Procter & Gamble Co. vs. B. & O. et al. : 


October 2—Cleveland, O.—Statler Hotel—Examiner Fuller: Le 
27031—Babcock & Wilcox Co. vs. B. & O. et al. , 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 
26999—Mullins Mfg. Corp. et al. vs. B. & O. et al. 


October 3 and 4—Argument—Washington, D. C.: RS 
26550—Passenger fares and surcharges. F 
October 4—Wheeling, W. Va.—U. S. Court Room—Examiner Fuller: 

23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 


October 7—Pittsburgh, Pa.—Federal Bldg.—Examiner Fuller: 
18718—American Window Glass Co. vs. B. & O. et al. 


October 9—Harrisburg, Pa.—Public Service Com. Bldg.—Examiner 


Fuller: 

~<a Pennsylvania Anthracite Co. vs. C. R. R. of N.J 
et al. 

25813—-Corning Glass Works vs. Pennsylvania et al. BA 


October 11—Elmira, N. Y.—U. S. Court Rooms—Examiner Fuller: 
26840—Corning Glass Works, Inc., vs. B. & O. et al. 


Cater 14—Rochester, N. Y.—Chamber of Commerce—Examiner Ful 
er: 
26850—R. T. French Co. vs. B. & O. et al. 
October 17—Boston, Mass.—Hotel Lenox—Examiner Fuller: 
26978 and Sub. Nos. 1, 2 and 3—Sessions Foundry Co. vs. N. Y, X. 
H. & H. et al. 
27010 and Sub. No. 1—Whitin Machine Works vs. Same. 
21136—Manufacturers’ Foundry Co. et al. vs. N. Y. N. H. & H. etal. bet 
21396—Waterbury Ferrel Foundry & Machine Co. vs. Boston & 
Maine et al. 
21383—Manufacturers’ Foundry Co. et al. vs. Pennsylvania et al. 


October 21—Boston, Mass.—Hotel Lenox—Examiner Fuller: 
26765—Chapman Valve Mfg. Co. vs. B. & A. et al. 
26952—-Springfield Foundry Co. vs. B. & A. et al. 

21133 and Sub. No. 1—Chapman Valve Mfg. Co. vs. B. & A. et al. 

October 23—Springfield, Mass.—Hotel Kimball—Examiner Fuller: 
21849—Turner & Seymour Mfg. Co. vs. N. Y. N. H. & H. et al. 
21133—Chapman Valve Mfg. Co. vs. B. & A. et al. 


October 25—New York, N. Y.—Hotel Pennsylvania—Examiner Fuller. 
23340—F. E. Reed Glass Co. vs. Pennsylvania et al. 
20733—Abendroth Brothers et al. vs. B. & A. et al. 
21849—Turner & Seymour Mfg. Co. vs. N. Y. N. H. & H. et al. 
21133—Chapman Valve Mfg. Co. vs. B. & A. et al. 
21383—Manufacturers’ Foundry Co. et al. vs. Pennsylvania et al. 
22098—National Radiator Corp. vs. B. & O. et al. 
20554—-Swayne Robinson & Co. vs. Pennsylvania et al. 
23936—Whitehead Bros. Co. et al. vs. B. & A. et al. 
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